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F.B.I. on Railway Handicaps 


HE Federation of British Industries has issued a statement 
warning the Government that the coal crisis has seriously 
shaken confidence, and that the question of a transport, or some 
other, crisis is in every mind. It expresses the view that the 
Government has not indicated that it has given sufficient weight 
to the handicaps under which the railways are suffering. There 
is a real danger that a higher level of production could not be 
carried by the railways. One of the many causes of the 
spasmodic production of recent months has been the many 
and repeated embargoes on acceptance of traffic. The F.B.I. 
expresses the hope that the proposed reduction in manpower 
for transport will not be achieved at the price of hampering 
the railways. The building and repair of locomotives and 
wagons, and the renovation of the permanent way should be 
maintained at maximum activity. 


* * 


A New Cost-of-Living Index 

At long last the basis of the cost-of-living index is to be 
revised. The present index was based on the average level 
of retail prices of certain commodities in July, 1914; many 
of the items used in its compilation were out-of-date by the 
end of the 1914-18 war, and no account is taken of others 
which in more recent times have assumed increasing impor- 
tance in the domestic budget. A committee has been investigat- 
ing the matter since August last, and has reached the con- 
clusion that the use of the present basis should be terminated. 
Unfortunately, some delay will take place before a new index 
can be shaped. and this is to be based on regular inquiries into 
consumers’ expenditure. The index is of considerable impor- 
tance to the railways and to many other industries, for it has 
become the custom to relate wage agreements to it; some 
2,500,000 workers are affected by agreements of this kind. 
The Government has accepted the report of the committee, 
and also the suggestion that an interim index of retail prices 
should be instituted. This interim index will be based on the 
distribution of exvenditure shown at an inquiry held in the 
years 1937-38. 


* * * * 


Sir William Wood on the Worst Winter since 1895 


The intensity of the frost, and the length of time it lasted 
in the first two months of 1947, caused difficulties in railway 
working greater than any experienced since 1895. Yet, in 
each week up to February 2, greater quantities of coal were 
conveyed by the L.M.S.R. than in 1946, and in the first five 
weeks of the year, 364,000 tons more were moved than last 
year, although in the week ended February 9, 72,000 tons less 
were moved than in 1946. Sir William Wood, President, 
L.M.S.R., commenting in the current issue of Carry On about 
the work done by the staff, says that the results secured by 
all ranks in the Arctic conditions in which they were working 
“can only be described as magnificent.” In the first part of 
the week ended February 16, at 43 places running lines were 
blocked by snowdrifts. On the worst day, 15,000 wagons could 
not be moved from the collieries connected with the L.M.S.R. 
On February 11, priority was given by the Government, over 
all other traffic. for coal, and also for coal wagons reiurned 
empty: thereupon, coal movements rapidly became greater 
than during 1946. 

* * * 


A Tribute to Railway Accountants 

Although the passage of the Transport Bill through Standing 
Committee has not resulted in any substantial amendments 
which will benefit the railways, it has been marked at least 
by some gratifying tributes to railway directors and officers. 
In our March 21 issue, it was pointed out that the Minister 
of Transport had drawn attention to the fact that on more 
than one occasion the Government side recognised the “ high 
character and public spirit of the directors of the railway 
companies for the way they had discussed the problems of 
the Bill,” although it was well known that in principle they 
were deeply opposed to its policy. On the same day, Mr. 
Ralph Assheton, the Conservative Member for the City of 
London, and also a director of the London & North Eastern 
Railway Company, while speaking on the final distribution 
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of revenue by the companies under the Bill, said that he did 
not “ know any finer body of men than the railway accoun- 
tants;” they were of absolutely first class calibre; if the 
Government could be satisfied by the railway accountants that 
there were certain matters which needed consideration. he 
thought he could count on the Minister bringing forward an 
amendment in the report stage. 


* * * * 


Overseas Railway Traffics 

Central Argentine traffics have continued to show decreases 
in the fortnight under review, making three consecutive weeks 
in which results have been behind those of the previous year. 
In the two weeks ended March 22, the loss totalled ps. 213,587. 
Buenos Ayres Great Southern traffics also have recorded 
declines in the fortnight, totalling ps. 1,077,000. On the 
Buenos Ayres & Pacific and the Buenos Ayres Western, how- 
ever, the fortnight has seen improvements in receipts, amount- 
ing to ps. 811,000 and ps. 614,000 respectively. There was a 
decline of ps. 59,500 in Entre Rios traffics for the 37th week. 
but a slight recovery followed, the net decrease for the fort- 
night being ps. 47,500. The increase for the two weeks on the 
Argentine North Eastern totalled ps. 93,200. Some results are 
compared in the table below:— 


No.of Weekly iInc.or Aggregate Inc. or 

week traffic dec. traffic dec. 
Buenos Ayres & Pacific* om ae 2,975 +443 89,177 + 3,055 
Buenos Ayres Great Southern 38 4,044 261 137,309 3,340 
Buenos Ayres Western* a 1,515 +438 49,601 + 3,902 
Central Argentine*... 0 ae 3,232 —146 122,509 + _ 

£ £ £ 

Canadian Pacific iad ; i 1,517,500 +37,250 15,511,000 —302,000 


* Traffic returns in thousands of pesos 


An improvement in Canadian Pacific results beginning in the 
tenth week totalled £149,000 by March 21. Although C.N.R. 
gross earnings for February were £553,250 higher, an increase 
of £800,250 in working expenses put the net result for the 
month £247,000 behind the previous year. 


* * * * 


G.W.R. Developmenis in Maintenance Equipment 

At the end of last year. a special train with examples of 
mechanical maintenance appliances which have been adopted 
by the G.W.R. for civil engineering purposes made a tour of 
the system lasting nine weeks. Every week-end the train moved 
to a different centre, and the days from Monday to Friday were 
occupied by demonstrations of the appliances to staff from 
the surrounding area. A general description of the types of 
equipment included in the exhibition was given in our Janu- 
ary 17 issue. This week we are beginning publication of a 
series of articles describing individual items in more detail. 
Mechanisation of processes normally carried out by relatively 
laborious manual methods has a twofold advantage. It assists 
an industry to attract recruits by offering attractive conditions 
of work, and it ensures economic use of the manpower avail- 
able. The importance of these factors does not require 
further emphasis in the conditions of today. Twenty years ago 
the G.W.R. began to build up its stock of civil engineering 
plant. More than 30 types of equipment are now in use, 
affording a comprehensive demonstration of modern labour- 
saving methods. 


* * * * 


Passenger Road Transport and Nationalisation 

The first precise intimation of what the Government had 
in mind for passenger road transport under its nationalisation 
scheme was given in the House of Commons in November, 
1945, by Mr. Herbert Morrison. He said it was regarded 
as essential that the undertakings of the municipalities and 
companies should be fully co-ordinated with the national 
scheme, and spoke of the possibility of creating regional 
boards responsible for their own finances. This indication that 
the Government at least had in mind preserving something 
of that happy mean between centralisation and de-centralisa- 
tion, which for so long has characterised the passenger road 
transport industry of this country, was elaborated by three 
clauses in the Transport Bill. These give very little indication 
of the precise way in which they are intended to be exercised, 
bui they do provide for area passenger transport schemes 
which should constitute or specify the body or bodies which 
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are to provide services within the area, and also those which 
are to take part in administering them. On Friday last, Mr. 
Charles E. Lee addressed the members of the newly-formed 
Metropolitan Section of the Institute of Transport on “ Volun- 
tary Organisation in the Passenger Road Transport Industry 
in Relation to the Transport Bill.” He said that it would 
appear to be within the framework of the Bill for one of the 
large provincial bus operators te be designated the appropriate 
body for its area, and for municipalities to participate in the 
control of the services. He showed that the industry had long 
since evolved a voluntary organisation which appeared best 
suited to its needs, and which was capable of surviving even 
the fundamental change to national ownership or direct contro] 
without violent alteration to its structure. 


* * * * 


Organisation of the Bus Industry 

In the paper to which reference is made in the previous 
note, Mr. Lee said that, for an industry which in many ways 
has shown strongly-marked individualism and enterprise, the 
bus industry has provided many remarkable examples of collec- 
tive operating effort when the occasion has arisen. In Lon- 
don, as early as 1831, operating associations were formed 
to limit competition. These combined to plan a joint service 
for the Great Exhibition of 1851 which was a marvel of 
organisation. The associations also formed the London Omni- 
bus Owners’ Federation in 1899, and defended their territorial 
rights successfully against incursions of the London County 
Council, in legal proceedings carried eventually to the House 
of Lords. In the provinces, regional management was adopted 
in 1900 by the British Electric Traction Company, and this 
developed in the first world war into a system of area agree- 
ments between provincial operating companies which had had 
its influence on the division of the whole country into regions 
for licensing purposes under the Road Traffic Act of 1930; 
and even on the Local Government Areas for many emergency 
purposes in the recent war. These bus areas had been 
strengthened and crystallised in England and Wales (and had 
been created in Scotland) since the railways were granted road 
powers in 1928. Moreover, both these area companies and 
the railways had arranged joint or co-operative working with 
many municipalities. A complex yet highly-effective structure 
thus had been evolved, which enabled the bus industry to en- 
joy the best of both worlds by having many of the advantages 
of centralisation, while yet retaining the undoubted benefits 
of the locally-managed self-contained unit. 


* * * * 


U.S.A. Railway Operations in 1946 

Elsewhere in this issue is an article based on Dr. J. H. 
Parmelee’s admirable review of 1946 railway operations in the 
United States. For many years a survey of railway perform- 
ance and financial results, written by the Director, Bureau of 
Railway Economics, Washington, D.C., has been an outstand- 
ing feature of the annual statistical and outlook number of the 
Railway Age. The annual number contains no fewer than 24 
other articles on different aspects of the railway situation. 
Labour problems, wagon supply, the development of pas- 
senger travel, construction programmes, and electrical devices 
are among them. More than one article touches on the instal- 
lation of new motive power—modern steam, electric, and diesel- 
electric units. Locomotive orders last year were predomin- 
antly for diesel-electric power—500 units were purchased as 
compared with a total of 77 steam locomotives of all types. 
That great coal-carrying railway, the Chesapeake & Ohio, has 
placed orders for three coal-burning steam-turbine electric loco- 
motives. These are just two samples of the instructive informa- 
tion scattered throughout the annual number. We congratulate 
our American contemporary on its enterprise in publishing at 
the price of $1 what amounts virtually to a substantial volume, 
copiously illustrated, and which includes many useful tables 


and charts. 
. * * * 


The Signal Engineer Overseas 

When Mr. F. L. Castle gave his Presidential address to the 
Institution of Railway Signal Engineers recently, he based it 
on the signal engineer overseas. Of a total membership of 
about 770, the Institution has about 200 overseas, and the 
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route-mileage of the principal countries in which its members 
are found totals some 160,000, with gauges varying from 2 ft. 
to 5 ft. 6 in. About 40 years ago the signal engineers on a 
great many overseas railways had received their training on 
British home railways, or with British railway signal con- 
tractors. Now, conditions have changed, and local young men 
should be given a thorough training which ultimately would 
fit them for senior appointments. That was now the regular 
procedure in Australia, New Zealand, and South Africa. In 
most overseas railways, the Signals Department followed the 
practice established in Great Britain, possibly with a tendency 
to make the signal engineer’s position more important in the 
home railway organisation. Mr. Castle also made the point 
that, if the overseas railways did not purchase large quantities 
of equipment from British manufacturers, prices to the home 
railways would be less favourable. Equipment specifications, 
therefore, should cater where practicable for the demands of 
the substantial overseas users. 


* * * * 


The Transport Bill Through Standing Committee 


As a result of the guillotine introduced by the Government. 
the Transport Bill passed through the Standing Committee 
of the House of Commons before the House rose for Easter. 
On Monday evening, Sir David Maxwell Fyfe, M.P., who has 
led the opposition to the Bill in the Commons, Sir Charles 
Stuart-Williams, Mr. Henry Dutfield, and others associated 
with the campaign against the Bill, held a reception at which 
a number of speakers emphasised that the guillotining had 
resulted in 124 clauses and 13 schedules being rushed through 
in 45 hours. Many of the clauses had not been debated at all. 
Brigadier H. R. Mackeson pointed out that, as far as the 
nationalisation of the railways was concerned, no attempt had 
been made by the Government to give any indication of how 
economic or efficient working would be achieved under State 
ownership; he felt, too, that when the Report stage of the 
Bill was reached after Easter, so much time would be taken 
up with Government amendments that there would be little 
opportunity for constructive consideration of the Bill, which 
would make fundamental differences to the life of the nation. 


* a * + 
Railway Fuels in Argentina 
OMPREHENSIVE éstatistics representing all railways in 


Argentina for the year 1944-45 to hand recently, throw 
interesting light on the varied character of the fuel supplies 
on which the companies had to rely to maintain their services 
at the close of the war. The tonnages of the different types 
consumed and the average costs per ton were as follow:— 


Tonnage Cost per ton 
Coal sas od ath site aa ion 249,404 £4 4s. Od. 
Petroleum ... abt ‘ Ps 609,446 £6 Os. Od. 
Firewood ... ons ‘et 4,267,734 19s. 2d. 
Linseed and other seeds ... 37,625 £3 13s. Od. 


Costs in Argentine pesos have been converted at $16°50 = £1 


In Argentina, the calorific values of the fuels used on 
locomotives are computed as hereunder:— 


Calories per kilo 
yA 


Coal 6s 00 
Petroleum 10,500 
Firewood ade is 3,500 
Linseed and other seeds 4,000 


Based on the foregoing calorific values, the relative costs of 
the different fuels, in terms of coal equivalents, were:— 


Coal ome — ane ‘es wed ise £4 14s. Od. 
Petroleum Sic : as £4 12s. Od. 
Firewood £2 Qs. 2d 


Linseed and other seeds 


Though firewood appears to be the most economical fuel, 
such is far from being the case. Apart from calorific value. 
important factors have to be borne in mind, among them the 
very long hauls to bring supplies from the forests up country 
to the running sheds, the heavy cost of which is magnified by 
the much larger tonnage required. Also, the use of firewood 
necessitates the employment of a wood-passer on the foot- 
plate, and the re-fuelling of locomotives twice as frequently 
as when coal is burned adds considerably to costs. Finally, 
there remains perhaps the most serious disadvantage of all. 
Coal provides a return load for grain wagons from ports of 
shipment, which would otherwise return empty to the loading 
Stations in the interior, whereas firewood accentuates the already 
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predominant one-way traffic from the agricultural zones to 
points of export. 

In commenting on the past year’s work at the annual meet- 
ing of the Buenos Ayres Great Southern Railway, Lord 
Davidson told the stockholders that circumstances as regards 
fuel had altered for the better since the beginning of 1946, 
when adequate supplies of imported oil fuel became available, 
and the reconversion of locomotives from wood to oil burning 
had relieved anxieties. At the same time, the fuel bill was 
substantially reduced. The prospects of obtaining coal in 
satisfactory quantities were so poor that a further extensive 
programme of conversion of locomotives from coal to oil had 
been decided on, and eventually about 75 per cent. of the 
locomotives will be oil fired. 

At the Central Argentine meeting, Mr. W. Howard-Williams 
told stockholders that since the war ended it had become 
possible to import oil fuel in quantity and at competitive 
prices, and that a continuous programme of conversion of 
locomotives from coal or wood to oil burning had been 
initiated. Indeed, some 150 locomotives had been converted 
already, out of a total of 260 to be treated. 

Further light was thrown on this important aspect of Argen- 
tine affairs by Lord Wardington in his annual survey of South 
American conditions, published just before Christmas, when he 
stated that the shortage of fuel in Argentina had disappeared, 
and added that, before the war, coal accounted for 25 per cent., 
by value, of British exports to Argentina, but that country now 
buys all her coal elsewhere. The lost Argentine coal market 
will not be recovered easily, even when supplies for export are 
available, as the railways have incurred considerable expendi- 
ture in converting locomotives for oil burning, and it is not 
to be expected that still further outlays will be faced on 
re-conversions unless there is a substantial saving in the cost 
of coal in comparison with oil fuel. 


* * * * 


Staff Negotiating Machinery 


N our issue of November 22, 1946, brief reference was made 
to the lecture on “ Staff Negotiating Machinery,” by Mr. 
H. C. Lang, Assistant to the Chief Officer for Labour & 
Establishment, Southern Railway, at a recent meeting of the 
Southern Railway Lecture & Debating Society. Mr. Lang 
emphasised that, although good relations between the manage- 
ment and the staff of a railway are of the utmost importance, 
comparatively little is heard of the connecting link between 
the two sides. 

The first major development was the introduction of the 
procedure known as “The Railway Scheme of Conciliation & 
Arbitration 1907,” under powers conferred by the Conciliation 
Act of 1896. This scheme set up a Central and a number 
of Sectional Boards on each railway to deal with the rates of 
wages and hours of labour of the wages staff responsible for 
operation and the maintenance of the permanent way; and 
the term “ conciliation staff” is still in general use. Questions 
on which the Boards failed to reach agreement were to be 
referred to arbitration. The scheme was far from successful, 
because both sides tended to regard arbitration as the final 
destination of all matters referred to the Boards. A revised 
scheme, adopted on the report of a Royal Commission, came 
into force in 1911, but was terminated by the men three years 
later. 

At the end of the 1914-18 war, a complete scheme was estab- 
lished for negotiations between the management and the classi- 
fied salaried staff and the conciliation grades. This provided 
for:— 

(1) Local Departmental Committees: 

(2) Sectional and Railway Councils; 

(3) A Central Wages Board; and 

(4) A National Wages Board (with an independent chair- 
man nominated by the Minister of Labour) representative of 
the companies, the three big railway trade unions, and the users 
of the railways. 

The existing machinery for negotiation, which came into 
force on March 1, 1935, did not affect materially the funda- 
mental principles for discussion and negotiation already in 
existence. Its main object was to replace the National Wages 
Board by a more compact and authoritative body. whose 
decisions would not tend to be vitiated by conflicting interests. 
There are schemes for practically the whole of the staff covered 
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by agreement rates and conditions, and only matters of man- 
agement are excluded from discussions and negotiations. 

In the case of the salaried and conciliation staffs, provision 
is made for local discussions between representatives of the 
staff and local officials on all questions relating to the working 
of the railway and conditions of service. Similar facilities for 
local discussions are provided for the workshop staffs through 
the shop committees and works committees. 

Sectional Councils, which usually meet at intervals of six 
months, form the next stage in the negotiation machinery for 
the salaried and conciliation staffs. For this purpose, the 
staff is divided into sections comprising the salaried staff; 
the enginemen and locomotive-shed grades; the operating and 
carriage and wagon staff; the goods shed and dock staff; and 
the permanent way and signal and telegraph staff. Every sec- 
tion has its own Council composed of elected representatives 
of the staff and headquarters divisional officers. The function 
of these councils is to consider suggestions as to operating 
and other matters of mutual interest to the railways and their 
staffs, and the local application of national agreements relating 
to standard salaries, wages, and hours and conditions of work. 

Matters not settled by the Sectional Councils may be referred 
for discussion by the Railway Staff Conference (composed of 
the principal Staff Officers of the railways) and the trade 
unions. Proposals to vary national agreements also may be 
referred to these meetings, and substantial modifications, in 
fact, have been made by agreement at this stage. The mem- 
bers of the Railway Staff Conference and representatives of the 
trade unions together constitute the Railway Staff National 
Council, to which questions affectfng standard conditions of 
service, other than those of a local character or minor kind, 
may be referred. 

The Railway Staff National Tribunal forms the final stage 
in the negotiations. It consists of two members not connected 
with the railway industry—one selected by the railways and 
one by the trade unions—and is presided over by an indepen- 
dent chairman, appointed by agreement or, failing agreement, 
by the Minister of Labour. Railway and trade union officials 
may be appointed to serve on the tribunal as assessors in an 
advisory capacity. Provision is made also for questions to 
be determined by the chairman alene. The scheme as a whole 
is subject to the jurisdiction of the Special Joint Committee. 
comprising the principal Staff Officers of the railways and 
trade union representatives. 

A similar scheme applies to the railway shep employees. 
Provision is made for discussion between representatives of 
the railways and the trade unions and the National Council. 
Disputes may be referred to the Industrial Court. 

The machinery as a whole is not merely a means for re- 
dressing grievances, but an instrument with partnership rights 
and privileges. The facilities provided embrace all the aims 
and ideals, as well as the essential elements, of the true spirit 
of democracy in the widest sense of the term. 


* * * * 


The Malayan Railway 

je political changes since the liberation of the Malayan 

Peninsula from Japanese occupation have converted the 
former Federated Malay States Railways into the Malayan 
Railway, which operates the system serving Singapore and the 
Malayan Union. The main line follows the west coast, and 
extends from Singapore in the south to Prai, on the mainland 
opposite Penang, in the north. From Singapore Island the 
railway is carried across the Johore Straits by a causeway. 
The line continues northwards from Bukit Mertajam to the 
Siamese frontier at Padang Besar. where connection is made 
with the Royal State Railways of Siam. Lines branch from the 
main line to serve the railway-operated ports at Port Dickson, 
Port Swettenham, Teluk Anson, and Port Weld; and before 
the Japanese invasion a branch line connected with the port 
of Malacca, but this track, 22 miles long, was removed by the 
Japanese during their 34 years of occupation. 

The East Coast Line proceeds northwards from Gemas. 
Before the Japanese occupation, this line ran through Negri 
Sembilan, Pahang, and Kelantan, and terminated at the port 
of Tumpat. The length of the line was 327 miles, and it 
provided an alternative route to Siam from Singapore. The 
Japanese removed a length of 200 miles of this line between 
Mentakab (Pahang). 75 miles from Gemas, and Krai (Kelan- 
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tan), 275 miles from Gemas. The work of restoring this 
mile length will begin this year. 

A through service is run once a week between Praj 
(Penang) and Bangkok, the Siamese capital; the journey now 
takes approximately 51 hr. owing to the destruction of the 
railway bridge at Surat Thani (Siam), whereas the pre-war 
journey time was 26 hr. As a temporary measure, pending the 
relaying of the through East Coast Line, a twice-weekly train 
service is maintained between Prai (Penang) and Kelantan vig 
the Siam Southern Line (Padang Besar/Sungei Golok). Buffet 
cars and sleeping saloons are provided on the night mail trains 
between Prai and Singapore. 

When the Malayan Railway assumed control after the 
Japanese occupation (February, 1942, to August, 1945) it was 
found that locomotives, rolling stock, and equipment had not 
only been badly neglected, but were in a serious state of dis- 
repair, and an enormous task lay ahead in restoring this 
transport system to its former efficiency. The locomotive and 
rolling stock capacity had been reduced by more than 50 per 
cent., and the ultimate restoration of the railway necessitates 
relaying approximately 260 miles of track and restoring nearly 
two miles of bridges. ; 

The present length is 809 miles, compared with 1.068 miles 
in 1941 (which included the Johore State lease lines of 121 
miles) all on the metre gauge. It is proposed to replace most 
of the lines removed during the Japanese occupation of 
Malaya. The present rolling stock totals 184 locomotives, 291 
carriages, 4,397 goods wagons, and 11 steam railcars. The 
capital invested in the undertaking is taken at £26,792.575, and 
the gross revenue for the nine months ended December 3}, 
1946, was £2,340,787. Expenditure (excluding contribution for 
renewals) was £1,764,401; and contribution due for renewals 
fund, £391,123; leaving a surplus of £185,263. Special expen- 
diture on reconstruction and rehabilitation amounted to 
£1,140,174. The number of passengers conveyed during the 
nine months was 4,282,935; the goods tonnage, 865,164; and 
the heads of livestock conveyed, 23,332. 


200- 


Jubilee Session of the Indian Railway 
Conference 


LSEWHERE in this issue are recorded notes on and extracts 
from the addresses of the President and the Member for 
Transport at the recent 50th session of the Indian Railway 
Conference Association. Apart from the usual initial formali- 
ties, the presidential address is, perhaps, not of wide general 
interest. It is mostly in the form of a thesis on rates, the 
object of which is an endeavour to raise charges suitably to 
meet an expected cumulative deficit of £60 million in the next 
four years. Mr. Reynolds has evidently put a great deal of 
work into his investigations, but they are admittedly based on 
estimated figures, and he is a brave man who forecasts what 
the future may have in store for Indian railways, so uncertain 
is the outlook of that unsettled sub-continent. Nevertheless, 
every effort must obviously be made to insure that the finances 
of the railways are maintained on as sound a basis as possible; 
and, in view of the present abnormal post-war conditions, the 
problem is unusually difficult, especially in a country which 
is developing so dramatically and rapidly. 

The address of the Member for Transport is of a more 
general kind, and is of unusual interest in that he is the first 
member of an Indian Cabinet to express the views of the new 
Government in an address to the conference. Actually, Mr. 
Asaf Ali is no longer Member for Transport, but the present 
Member would probably endorse the main points in the ad- 
dress. One may not approve of some of the views expressed, 
but they are only such as may be expected from an Indian 
Government of today. Mr. Ali refers to “ the stranglehold of 
foreign capital’; but where would Indian rai!ways have been 

particularly in their earlier days—without it? The familiar 
war cries, “India for the Indians,” and “everything from a 
nail to a locomotive must be made in India,” are quite under- 
standable. On the other hand, the firm attitude—at any rate 
as expressed by the Member—towards strikers and with regard 
to discipline generally is laudable: but the threat to those 
“fomenting unrest for party. purposes” savours of matters 
political rather than industrial. 

Perhaps the passages in the address likely to concern many of 
our readers most closely are those relating to the future em- 
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ployment of non-Indian nationals. The recruiting policy here 
announced contains nothing new, and has, in fact, been that of 
the British Government for many years past. Non-indians 
already in service on Indian railways are, it seems, either to 
retire “on certain terms,” or to be re-employed under the I[n- 
dian National Government, with the speaker’s assurance of 
treatment as fair as that accorded to Indian nationals. These 
announcements are, no doubt intentionally, vague, and at best 
are far from reassuring. Only when concrete terms and con- 
ditions are known can any definite opinions be expressed, but 
it is to be hoped that the Indian Government will emulate the 
Egyptian in offering reasonable and liberal retirement and re- 
employment terms to all non-Indian railwaymen. Mr. Ali’s 
remarks about preferential treatment may be confidently re- 
futed as unjustified. If, in the past, non-Indians were pre- 
ferred, this was on merit, and generally because they were pre- 
pared to shoulder responsibility which Indians were not always 
willing to do. We are glad to note the further reassurance ex- 
pressed in the final sentence quoted from the address, and trust 
that it will be acted on scrupulously. 


* * * * 


British Locomotive Manufacturing Industry 


At the present time the British locomotive manufacturing 
industry has to face a number of problems. In common 
with many other fundamental British export industries, there 
is no lack of demand for its products, but it has to cope with 
acute stringency in the supply of raw materials, and with a 
grave shortage of manpower. In planning for the future, two 
major imponderables are always before it; the duration of the 
present heavy demands from world markets for its products, 
and the support, if any, it may receive from building for the 
home railways. Because the present position of the industry 
fairly obviously is transitional, a survey* which has been con- 
ducted by Political & Economic Planning is valuable because it 
brings together most of the principal statistics and factors 
relating to the industry. The survey is an ambitious under- 
taking, and as such it contains minor weaknesses, which do 
not, however, detract from its overall usefulness. 

It explains in some detail the historical background of the 
industry—one of the oldest in the country, for it goes back 
more than 130 years. It traces development to the present day 
when, through the orginisation of the Locomotive Manu- 
facturers’ Association, it has achieved a large degree of integra- 
tion of policy while maintaining independence of its con- 
stituent undertakings. 

The survey has an interesting section dealing with loco- 
motive prices, which it bases on the average price per ton. 
This shows that in 1935 the average price per ton of main-line 
and industrial locomotives produced by private builders was 
£65 5s. In 1937 it had risen to £98; in 1940 it stood at £125; 
in 1942 at £140, and in 1945 at £170—an increase of 160 
per cent. on 1935 prices and of 73 per cent. on immediately 
pre-war prices. It deals at some length with the manufacturing 
costs in the industry, and gives an example of a £17,000 
locomotive in which the cost of wages had risen by 78 per cent. 
since 1938, overheads by 105 per cent., and materials by 78 per 
cent. On the other hand, British export prices are shown to 
be about 50 per cent. lower than present U.S.A. and Canadian 
prices. During the war the British industry produced the 
2-8-0 “ austerity * locomotives for £10,000 apiece, whereas a 
similar locomotive built in the United States cost £15,000 to 
£16,000. The “XD” locomotive for use on Indian railways is 
stated to have been built by Great Britain and Canada for 
£19,500 and £28,000 respectively. 

It is estimated that the industry’s labour force is short of 
from 2,500 to 3,000 men to enable it to build to the full capa- 
city of available plant and equipment. The major shortage is 
of draughtsmen, boiler-makers, and other skilled classes, but 
particularly foundry labour, and all undertakings find them- 
selves short of highly-skilled labour between the ages of 30 and 
45. In the industry as a whole, the average ratio of unskilled 
to skilled men approximates 4 to 1, and the number of 
personnel employed on administration and office routine is 
exceptionally low. 

Considerable space is devoted to a review of the home 
tailway companies’ steam locomotive requirements. It is 
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pointed out that between 1921 and 1938 the annual renewals 
rate of main-line locomotives averaged 2-1 per cent. of the total 
number in use, but in the five years 1925 to 1929 the renewals 
rate averaged 2-6 per cent., and in the four years 1935 to 
1938 it was 2°7 per cent., as against rather less than 1-5 per 
cent. in the pre-war depression years, 1931 to 1934. Basing 
probable future requirements on the 1944 number of loco- 
motives in use, about 435 new locomotives would be required 
each year to maintain the average of 2-1 per cent. renewals, 
but on the basis of the prosperous periods (about 2-6 per 
cent.) 540 locomotives would be needed each year. The rail- 
way companies in their short-term renewal programme have 
stated that 2,800 locomotives must be built during the next 
five years to maintain the normal building programme, and 
to overtake arrears of renewals which have accumulated since 
1939. The survey suggests that if no more than 2,800 loco- 
motives can be built during the next five years, the backlog of 
renewals will amount to at least 625 locomotives in 1951. 

Even allowing for various factors, such as re-building, the 
bringing into service of “austerity” locomotives, and the 
present tendency towards the reduction of total numbers of 
locomotives in use, it is believed probable that, given reason- 
able prosperity, the British railways will renew their steam 
locomotives at a rate of 400 to 500 a year on a long-term 
basis, that is to say, when the present five-year programme has 
been fulfilled. 

Under nationalisation, it is thought that considerations of 
maintaining full employment may play an important part in 
determining the rate of locomotive construction—construction 
may be speeded up in bad times and maintained at a lower 
average level in good times. It is hoped that this policy will 
not be carried too far, as the industry needs above everything 
a reasonably steady load, whether in the shops of the railway 
companies or private builders. Otherwise, the skilled labour 
force will be dissipated and the objective itself will be defeated 
because it will not be possible to effect rapid expansion of 
output in bad times. 

The survey ends with a series of proposals. It points out 
that the basic prerequisite of a healthy industry is a stable 
nucleus of home orders, known many years in advance. A 
prosperous locomotive industry would have two main tasks; 
first to assist in securing for Great Britain adequate supplies 
of foreign currency, and, second, to equip the home railways 
with efficient and reliable locomotives at the lowest possible 
cost. The capacity of the railway companies’ workshops is 
estimated at about 400 locomotives a year, but some doubt 
has been expressed if this number can be built during the 
next few years because of shortages of labour, raw materials, 
and the large amount of repair work outstanding. It might 
prove economical from the national standpoint to concentrate 
new building entirely in the private builders’ workshops. If 
this was adopted as a long-term policy, it would give Great 
Britain a large and compact locomotive industry able to com- 
pete effectively for world markets. 

On the short-term, during the next five years or so, it 
might be very difficult to secure acceptance on a large scale of 
home orders by the private industry, because it has been 
depending in the past on export markets, and, therefore, is 
likely to be unwilling to risk losing ground to competitors, or 
to hasten the progress made in the primary producing coun- 
tries towards self-sufficiency through delays in delivery. The 
British railway companies have placed orders for 700 loco- 
motives with the private industry for delivery by 1951, and 
300 of these were being built in 1946. Any increase on this 
number would be almost impossible without losing ground in 
export markets. A promise of long-term orders from the 
home market might change the attitude of private manufac- 
turers, but any present neglect of overseas orders could have 
only a detrimental effect on the national economy. 

Other proposals made are that if the requirements of the 
locomotive-building industry are met, and its confidence restored, 
there should be a rapid mechanisation of existing works, 
including considerable re-equipment of shops, increased expen- 
diture on research and testing, intensified production of loco- 
motives other than steam, improvement in the machinery for 
the discussion with the Government, and an extension of 
marketing facilities. Finally, the survey concludes that the 
British locomotive industry is in a good position to take the 
steps outlined, and that with a stable nucleus of home sales, 
there should be no difficulty in securing the necessary capital. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Castes and Creeds on Indian Railways 


Sheffield. March 23 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sik,—In the issue dated March 21 you have given figures in- 
dicating the numbers of the various communities employed on 
the principal Indian railways. It would be interesting to know 
the number of the “ inferior” staff who come under the head- 
ing of non-gazetted employees. 

It would be interesting if you could give (1) the average gross 
earnings per year of the gazetted against the non- gazetted em- 
ployees; (2) the average gross earnings of the “inferior” staff 
against the members of the subordinate staff; and (3) the aver- 
age gross earnings of the members of the different communi- 
ties. 

Yours faithfully, 
A STUDENT 


American Passenger Equipment 


London. March 21 
To THE EDITOR OF THE RAILWAY GAZETTE 
Sir.—May I comment on the letter from Mr. W. R. D. 


Manning which appeared in your issue of March 14? I trust 
that our railways will not be bitten by the American craze for 
sybaritic passenger train equipment. An extreme instance of 


this costly hobby has just come to my notice. The Baltimore 
& Ohio Railroad is advertising a new train, the “ Cincinnatian,” 
which runs daily in both directions between Baltimore and 


Cincinnati. The distance is 570 miles, and the train, making 
11 stops, takes 12} hr. for the journey. Washington is the 
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people on an average trip for a distance about 50 miles further 
than the run from London to Aberdeen! 

“The B. & O. is the way to go,” 
hardly the way to earn money. Last year its operating ratio 
was 90 per cent. A net railway operating income of $25,000,000 
was 32 per cent. below 1945. Its passenger revenue of 
$36,000,000 was only a seventh of its freight revenue, and its 
passenger train-mileage is about the same fraction of the 
L.M.S.R. coaching mileage, much of which is run by long. 
distance trains carrying four times the number of passengers 
on the “ Cincinnatian.” 

The fear of air rivals probably is the reason for the extrava- 
gant new venture. In the first 10 months of 1946, air passen- 
ger-miles, flown within the U.S.A., were 4,971 million, as com- 
pared with 2,751 in the same period of 1945, an increase 


runs the slogan. }{ js 


of 81 per cent. Over the same ten months, passenger-miles 
in railway parlour and_= sleeping cars (first class 
travel) declined to 17,606 million from 21,908 million, or by 


20 per cent. Air lines are on the warpath, but do not earn 
high profits. It looks as though American railways and air 
lines will be wise to come to an agreement about services 
and charges instead of squandering money on insensate strife, 
Yours faithfully, 
STATISTICIAN 


American Passenger Coaches 


London, S.W. March 25 
To THE EpitoR OF THE RAILWAY GAZETTE 
Sir,—Can you give the weight of the Pennsylvania coach 
illustrated in your issue of March 21, as compared with the 
weight of the old style of vehicle? The railways have been 
researching into the problem of reducing the weight of pas- 
senger trains, but 14 of the new coaches will be needed to 
carry the same number of passengers as 11 of the old style. 





only large city on the route. 
with 176 seats in all, 


also travels with the train. 


Publications Received 


Ziirich-Baden: die Wiege der Schwei- 
zerischen Eisenbahnen. (The Zurich and 
Baden Railway: the Cradle of the Swiss 
Railways) by Oscar Welti: 196 pages, 9 in. 
x 6 in., illustrations and maps. Obtain- 
able from H. K. Lewis & Company, 
Gower Street, London, W.C.1, price 16s. 
Herr Welti’s book is a welcome and attrac- 
tively-produced addition to the several 
interesting publications on Swiss rail- 
way history that have appeared of 
recent years, prompted by the ap- 
proaching centenary of the opening 
of the first railway lying wholly on Swiss 
territory, that between Zurich and Baden, 
with the history of which the present 
volume is concerned primarily and which 
it sets forth in detail, together with some 
preliminary account of the development of 
railways in general. (We note, by the way, 
that its author holds the widespread but 
erroneous belief that the expression “ tram- 
way” comes from the name of Benjamin 
Outram.) 

While the portion of the book deal- 
ing with the Zurich-Baden line is most 
informative and well written. the re- 
mainder is equally, if not more, interesting 
as it traces in some detail the story of the 
development of the various Swiss railway 
companies and the rivalries between the 
personalities involved, notably J. Stimpfli, 
President of the Confederation in 1856, 
1859, and 1862—and one of the arbitrators 
in the Alabama claims—and A. Escher, 
later Chairman of the North-Eastern and 
Gotthard companies. The former early 
advocated a State railway system, the latter 
powerfully defended private ownership. 
Eventually, of course, after first a rejecting, 
and then in 1898 an accepting, Federal 
referendum, the change to State ownership 
took place. 


The train consists of 3 coaches, 
together with a buffet-lounge car and a 
dining-observation car, which passengers use as and when they 
please, without paying anything beyond regular coach fares. 
There is an attendant on each vehicle, and 
All this fuss about carrying 


that 
costly 
a stewardess-nurse 
150 


The composition and early history 
of the several railway companies’ systems 
are dealt with comprehensively, with the 
aid of a number of well-drawn maps. The 
rise and failure of the so-called National- 
bahn makes a_ particularly interesting 
story, and reflects the nature of the 
financial interests at work during a critical 
period in the history of railway construc- 
tion in Switzerland. 


The illustrations also are of much 
interest, and there is a drawing showing a 
peculiar proposal for providing radial 


action on the axles of the early four-wheel 
vehicles, taken from the first Austrian 
lines. The book is a most acceptable con- 
tribution to railway historical literature. 


Locomotive Engineers of the L.N.E.R. 
By Ben Webb. London: Ian Allan Limited, 


282. Vauxhall Bridge Road, S.W.1. 74 in. 
x 4} in. 76 pp. Fully illustrated. Paper 
covers. Price 3s. net.—Although it would 


have been impossible to do full justice to 
such a subject within the limits of a small 
book, the author has contrived to give an 
interesting account of the careers and 
achievements of most of the locomotive 
engineers of the L.N.E.R. and its seven 
constituent companies. The biographical 
details are supplemented by particulars of 
the chief locomotives designed by each en- 
gineer, and a list of those that are still at 
work. 


Rotary Self-Cleaning Air Filters——The 
first all-metal filter using oil-film covered 
surfaces for the removal of dust from air 
and gases, which was introduced by the 
Visco Engineering Co. Ltd., Croydon, in 
1921, possessed two important characteris- 
tics, first, the means of continually break- 
ing up the air stream, and, second, suffi- 
cient storage capacity for the separated 
dust. This was followed in 1932 by a 


With an operating ratio of nearly 91 per cent. 
difficult to see how the Pennsylvania can justify a change of 
kind on the run from New York to Chicago, which is 
to work because the line rises over 2,000 ft. 


last year, it is 


Yours faithfully, 
ECONOMICUS 


rotating self-cleaning filter specially de- 
signed for use where the atmosphere is 
heavily laden with dust, which has proved 
most successful in the case of air used in 
the ventilation of electrical machinery, 
steelworks, etc. Since the first models were 
installed, several important mechanical im- 
provements have been made, including the 
introduction of a special Oilspray cell- 
cleaning equipment, which ensures that the 
filter cells are thoroughly cleansed and at 
the same time facilitates easy removal of 
the collected sludge. This system is ex- 
plained by text and diagram in a booklet 
recently published by the firm. Two types 
are described, one with oil-bath cleaning 
of the filter cells, and the other with oil- 
spray cleaning for use where the air is ex- 
ceptionally dirty. Normally, the filter re- 
quires servicing once every 24 hours, this 
work occupying only a few minutes, and, 
apart from occasional necessary oiling and 
greasing of the rotating mechanism and re- 
moval of :ludge, .is the only maintenance 
required in practice. 


L.N.E.R. Holiday Handbook, 1947. 
+ in X 54 in. X 1 in. 656 pp. Paper 
covers. Price 1s. net——This book re- 


appears for the first time since 1939, and 
contains the usual wealth of information 
concerning both seaside and inland holi- 
day districts; it is divided into three sec- 
tions, representing the main holiday areas 
served by the L.N.E.R., namely, the East- 
ern Counties, North East England, and 
Scotland. The principal features of the 
1939 edition are perpetuated, and there are 
191 photogravure illustrations _ besides 
numerous half-tone pictures. Other in- 
formation useful to the holidaymaker in- 
cludes extensive details of accommodation 
available at the various resorts, a num- 
ber of maps, and tables showing certain 
third class monthly return fares. 
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The Scrap Heap 


MASKED TAXATION 

The incursion of the State into the 
economic life of the people raises revenue 
questions of its own. The Post Office, 
jong accepted as a legitimate and useful 
public service, provides rather an ominous 
warning. In 1945-46 the Post Office made 
a profit of over £36,000,000, free of income 
tax, all carried to the credit of the national 
revenue. In other words, it charged the 
public £36,000,000 more than it cost to 
provide the public with postal facilities. 
The words “ postage” and “revenue” on 
our stamps are significant in an unin- 
tended sense. Every 243d. stamp bought 
involves a compulsory contribution to 
public expenditure; every letter is taxed. 
As other services are taken over by the 
State, are they to be run at cost or are 
they, too, to make charges to the public 
which will include what is in effect masked 
taxation? —Lord MacMillan in “ The 
Sunday Times.” 

* * * 
LIFTING AT EASTER 

“A gentleman travelling by railway, who 
had slept the previous night at the hotel at 
Crewe, was on Easter Tuesday last seized 
by a party of female servants, including 
an unctuous kitchen-maid, forced into a 
chair, lifted from the ground three times, 
and then kissed by each. 

“This was in conformity with a custom 
in the northern counties, which awards a 
similar privilege to the men on Easter 
Monday, of lifting and kissing the women. 

“The custom is mentioned in Brand’s 
‘Popular Antiquities,’ Ellis’ ed., vol. i, p. 
106, where it is said, on the authority 
of The Gentleman’s Magazine for Febru- 
ary, 1784, that lifting was designed to re- 
present our Saviour’s resurrection. 

“The account proceeds: ‘The men lift 
the women on Easter Monday, and th? 
women the men on Tuesday. One or more 
take hold of each leg, and one or more 
of each arm, near the body, and lift the 
person up in a horizontal position three 
times. It is a rude, indecent, and dangerous 
diversion, practised chiefly by the lower 
class of people. Our magistrates con- 
stantly prohibit it by the bell-man, but it 
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subsists at the end of the town, and the 
women have of late years converted it 
into a money job.’ 

“Mr. Thomas Loggan, of Basinghall 
Street, informs the world, through the 
Public Advertiser of April 13, 1787, that 
he was lifted by the female servants of the 
Talbot, at Shrewsbury, and that he had 
to pay a fee on the occasion. This the 
gentleman at Crewe’ escaped.”—From 
“Notes & Queries,’ No. 148, August 28. 
1852. 


* 7 * 
100 YEARS AGO 
From THE RAtLway Times, April 3, 1847 
ENERAL RAILWAY OFFICES, 


THE 
Spread Eagle, Gracechurch- | White Horse, Fetter Lane 
street Universal Office, Regent- 
Cross Keys, Wood-street circus 
Swan with Two Necks, Gre-| Golden Cross, Charing. 
sham-street cross 
Bolt-in-Tun, Fleet-strect Angel, Strand 
George and Blue Boar, | Green Man and Still, Ox- 
Holborn ford-street 
And at the Offices of Horne and Cuaruin at the several 
Stations, where every information may be obtained relative 
to the departure and arrival of Trains, Fares, &c. as also 
Parcels Received and Forwarded for all parts of England, 
Ireland, and Scotland, 
In conjunction with the 
Lonpon and Norts-WEsTERN, 
Great WESTERN, SoutH-WEsTERN, 
MIDLAND, Eastern Countries, 
BaicurTon, and Dovor, and 
Souta Coast, RAMSGATE, 
RAILWAys. 
Places are secured by 


DAY AND NIGHT MAILS OR COACHES 





TO 
Holyhead, via Oswestry or Chester 


Wisbeach Uppingham Glasgow 
Banbury Spilsby Boston 
Holt Lynn Hereford 
Sleaford Bury Grantham 
Wells Bangor Aberystwith 
Harbro’ Newmarket Shrewsbury 
Fakenham Louth Horncastle. 
Kettering Bourne 


PARCELS 
for 84 p.m. Mail Trains, viz. Boxes, Trusses, and general 
merchandise, received at the above Offices until 7 p.m. 
Solicitors’ and Light Parcels until 74 p.m. 
, VAN PACKAGES 
received until 9 p.m. and forwarded by the 6.15 train on 
the following morning (Sundays excepted), by the London 
and Birmingham Railway, at very reduced rates. 
POST HORSES 
(for the conveyance of carriages arri at the Euston Sta- 
tion) are always in readiness at a charge of 10s. 6d. includ- 
ing postboy, to any part of London (within 5 miles). 
OMNIBUSES 
to and from every Train, fare Sixpence. 
GOODS AND MERCHANDISE 
conveyed from the several Branch Offices, and Hambro’ 
V , Thames-street, by every railway. 





HORNE and CHAPLIN, 
Proprietors and Agents. 





[ 3— »~>me oz> 2-0 | 















A WATERLOO—EXETER TRIAI 
IN 1883 

An old working notice in 
the possession of the Southern 
Railway at Waterloo gives 
the timings of a trial trip be- 
tween Waterloo and Exeter 
on May 13, 1883. The run 
was made with “a new ex- 
press engine and 12 vehicles 
(10 carriages and 2. vans),” 
and allowed 34 hr. for the 
journey of 171} miles in each 
direction, with a_ stop at 


Salisbury. 

The working notice is 
dated “ Waterloo Bridge 
Station, May 9, 1883,” the 


old name of the terminus, by 
which it was known when the 
extension from Nine Elms 
was opened on July 11, 1848, 
having persisted up to that 
time (although the Act called 








* I admit this new Bill is too complicated to 
understand . . . we'll just have to pass it to 


find out how it works!” 


[From the ‘* New Orleans States” 


it York Road Station). It 
would appear from the date 
of the notice that the “ new 
express engine” was one of 
12 4-4-0s with 7-ft. 1-in. 
driving wheels built to the 
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designs of William Adams and de- 
livered to the London & South Western 
Railway by Robert Stephenson & Com- 
pany in 1883. These were a development 
of a series with 6-ft. 7-in. wheels which 
had been constructed specially for the West 
of England services in 1880. It was not 
until June, 1903—20 years later—that non- 
stop running between Salisbury and Exeter 
was scheduled regularly, when the timings 
were 98 min. westbound and 99 in. east- 
bound. 

The trial run of 1883 was allowed 
107 min. and 103 min. respectively, but 
with a longer train than the six to eight 
non-corridor or centre-corridor coaches 
that comprised the usual formation of the 
first regular Waterloo-Exeter 34-hr. ex- 
presses. We are indebted for the loan of 
the working notice to Mr. O. V. Bulleid, 
Chief Mechanical Engineer, Southern Rail- 
way. 

* * * 
GOVERNMENT P.R.Os 

Five times as many public relations offi- 
cers are employed by Government depart- 
ments as before the war. They cost 
eight times as much. 


Biggest growth is at the Foreign Office, 
I’ke this :— 

P.R.O.s employed in i938 ... pre daa 8 

Total now (11 at home, 588 overseas) ... 599 

Cost in 1938 ... a . £6,450 

Cost this year ... £525,000 


The business of War Office public rela- 
tions officers is to sell the Army to the 
public, to make it popular. But there is 
a slump in recruiting, despite a sevenfold 
increase in the number of P.R.Os since 


1938. These are the figures :— 
P.R.O.s employed in 1938 ... ve dn il 
Total now (40 at home, 35 overseas) aa 75 
Cost in 1938 ... ‘oe ie “ee ... £8,600 
Cost this year : . £52,783 


The Silent Service is noisier than it used 
to be, but without much effect on its 
recruiting figures. Naval recruitment is 
just as disappointing as that of the Army. 
Yet the Admiralty public relations staff 
has doubled in numbers and quadrupled 
in cost: — 


P.R.Os employed in 1938 ... is “a 8 
Total now... wa ee an 16 
Cost in 1938 ... ... £3,300 
Cost this year . £11,761 


First among all Government departments 
in its number of staff motorcars (568 new 
cars delivered in the past 18 months) and 
second only to the Foreign Office in the 
size of its public relations staff, is the 
Control Office for Germany and Austria. 
Here are its figures: 


P.R.Os employed (12 at home, 93 overseas) 105 
Cost this year tae as ds ... £49,708 


The Ministry of Labour employs two 
dozen public relations officers—not as many 
as the Ministry of Food, which has nearly 
three dozen but four times as many as 
before the war. Here are the figures: 


P.R.Os employed in 1938 ... ‘ha Hee 6 
Total now... oul asa oad 24 
Cost in 1938 ... ... £4,100 
Cost this year ‘ies . £16,600 


Give the Post Office its due. Granted 
it gives worse postal and telephone service 
for a lot more money. Granted it has 
made a huge increase in its staff since pre- 
war days. But the Post Office is the only 
Government department which has made a 
substantial cut in the cost of boosting it- 
self at the public expense. Here are the 
figures of its public relations staff :— 


P.R.Os. employed in 1938 is pre 100 
Total now ... naa ‘aad o 25 
Cost in 1938 £58,850 
Cost this year £17,000 


From “ The Daily Express.” 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


BURMA 


New Signals on Prome Line 

Existing military-type signals on the 
Rangoon—Prome line are being replaced 
by standard semaphores. Although satis- 
factory from the technical point of view, 
the military signals have the disadvantage 
of short posts. The standard semaphores 
stand 18 to 20 ft. high, and give an indi- 
cation clear of the surrounding jungle 
background, so that drivers are not 
obliged to slow down every time they 
approach a signal in order to be certain 
of observing the aspect. 


CEYLON 


Collection & Delivery Service 

With the gradual return to normal con- 
ditions, and the increase in the petrol 
ration, the railway is restoring the cartage 
service for the collection and delivery of 
parcels and light goods in the Colombo 
area. 

A fast road motor carrier service has 
been introduced in the Nuwara Eliya area, 
to collect milk, flowers, and vegetables 
from the gardens and plantations in the 
hill stations (7,000 ft. above mean sea 
level). A special night train conveys this 
traffic to Colombo. The early arrival of 
the traffic in Colombo, and its direct de- 
livery through the railway cartage service, 
is much appreciated by dealers. 

In addition to the advantages of door- 
to-door service, the restoration of the col- 
lection and delivery facilities has resulted 
in a reduction in claims for loss, pilferage, 
or damage to parcels and van goods. 


INDIA 
Strike on N.W.R. 

Severe dislocation, including interference 
with the daily movement of 4,000 tons of 
food grains, was caused in the Punjab- 
Sind and Sind—Baluchistan train services 
of the North Western Railway by a three- 
day strike of the locomotive shed staff at 
Rohri Junction. The strike, which ended 
on February 17, was a sequel to the 
arrest of the President of the Lower Grade 
Staff Union, Mr. Jamaldin, on the com- 
plaint of a delegate who was injured 
during a scuffle at the recent meeting of 
the All-India Railwaymen’s Federation in 
Delhi. On the release of Mr. Jamaldin, on 
bail, the strike terminated. 


Muslim Agitation Hinders Services 

The Muslim League agitation in the 
Punjab, which began when the Muslim 
League National Guards were banned by 
the Punjab Government, interfered with 
railway services to such an extent that the 
North Western Railway had to enforce 
security measures. including running of 
military patrol trains and strengthening of 
the normal police guards, particularly on 
the Lahore—Rawalpindi section. There 
were many instances of trains being de- 
layed in the Western Punjab; the “ Fron- 
tier Mail’ was held up several times by 
demonstrators placing the Muslirn League 
flag on the engine and compelling the train 
crew to salute it. 

Demonstrations at Rawalpindi culminated 
on February 17 in two attempts to wreck 
the “ Frontier Mail.” In one case a wagon 
was pushed on to the main line, and in 
the other, ballast had been heaped over 
the track. Fortunately, both obstructions 


were noticed by the driver in time. These 
attempts were preceded by several acts of 
interference with the local services of the 
North Western Railway, particularly in the 
Gujrat, Jhelum, Rawalpindi, and Sargodha 
districts. Wilful damage to railway stock 
is becoming more frequent, in spite of the 
efforts of Muslim League leaders to end 
violent agitation. 


Railway Board Report for 1945-46 


According to the report of the Railway 
Board for 1945-46, the gross traffic receipts 
for Indian Government railways broke all 
past records and amounted to Rs. 225-74 
crores, an increase of Rs. 9-36 crores over 
the previous year. In spite of this in- 
crease, the surplus showed a fall of 
Rs. 11°69 crores as compared with the 
previous year, as the ordinary working ex- 
penses went up by Rs. 21-75 crores to 
Rs. 145-09 crores. As a consequence, the 
operating ratio increased from 65°14 per 
cent. in 1944-45 to 70-77 per cent. in the 
year under review. 

At the end of March. 1946, the total 
capital-at-charge on all the railways, in- 
cluding those under construction, 
amounted to Rs. 872-68 crores, of which 
Rs. 796°85 crores was capital-at-charge of 
the Indian Government railways, inclusive 
of the premiums paid in the purchase of 
company lines. The remaining Rs. 75-83 
crores represented the capital raised by 
Indian States, companies, and _ district 
boards. By far the greater proportion of 
the capital of Government-owned lines. 
namely, Rs. 794-74 crores, is Government 
capital, and only Rs. 2:11 crores is owned 
by companies. These figures include 
Rs. 32:57 crores on account of capital ex- 
penditure to the end of March, 1946, on 
strategic lines. 


SOUTH AFRICA 


Railway Budget 

In presenting the Railway Budget to the 
House of Assembly, the Minister of Trans- 
port, Mr. F. C. Sturrock, said that revenue 
would almost cover expenditure in the 
current year, 1946-47. He expected a de- 
ficit of only £70.000, which would be 
cleared against the accumulated rates 
equalisation fund, so that a clean start 
would be made in 1947-48. 

The Minister expects the record expen- 
diture of £73,931,000 during the year to 
be exceeded in the coming year by about 
£2,000,000. Revenue from all services 
during 1947-48 is expected to be 
£76,751,000, and expenditure £75,839,000, 
leaving a gross surplus of £912,000. After 
providing for a contribution of £850,000 
to the permanent fund, the Minister ex- 
pects the year 1947-48 to end with a net 
surplus of £62,000. 


Rising Trend of Traffic 

Revenue from goods traffic, said the 
Minister, frequently exceeded £700,000 a 
week, which was much more than the 
total earnings five or six years ago. These 
earnings were due to the ever-expanding 
traffic which the railways were being called 
upon to handle. In the first six months of 
the present financial year, 119,282,206 pas- 
senger journeys were made over the South 
African Railways. These represented a 
decline of 872,736 in long-distance passen- 
gers—chiefly due to greatly reduced mili- 
tary traffic—but there had been an ad- 
vance of no fewer than 6,150,160 in sub- 
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urban passengers. This meant that the 
railways were now carrying 657,534 Pas- 
sengers every day, as against 590,433 a 
day last year. 

Last year, the railways transported 
20,205,579 tons of coal—an increase of 
some 7,000,000 tons on pre-war figures, 
In the first nine months of the year 
1946-47, a total of 9,538,991 tons of im- 
ports was conveyed inland from the ports 
—an advance of 1,678,835 tons over the 
corresponding period of the previous year. 
An encouraging and satisfactory indica- 
tion of the Union’s industrial progress was 
the fact that coal required for South 
African industrial and domestic use was 
continually rising. Last year it reached 
the new record of 10,829,486 tons. 


Rolling Stock Requirements 

The revised new engine and rolling stock 
programme called for the delivery of 336 
steam locomotives; 68 electric locomo- 
tives; 245 electric motor coaches; 12 diesel 
railcars; 1,476 coaching vehicles; and 
24,017 goods vehicles. The total esti- 
mated cost was £38,737,582. 

Dealing with the operating side of the 
railways, ‘the Minister said the programme 
of improving services was being pushed 
ahead as energetically as possible. The 
railways now were operating the best pas- 
senger service timetable in their history. 
They were carrying record numbers of 
suburban passengers, and they were 
moving a volume of goods never before 
equalled. 


CANADA 


Bureau of Transportation Economics 


A Bureau of Transportation Economics 
has been created to unify, under the Board 
of Transport Commissioners, the economic 
functions of that body and of the Air 
Transport Board. The duties of the Air 
Development Branch of the Department 
of Reconstruction also have been taken 
over by the new bureau. The Director is 
Mr. J. C. Lessard, who was attached to 
the Bureau of Economics of the Canadian 
National Railways at Montreal for ten 
years before joining the Board of Trans- 
port Commissioners as_ Transportation 
Economist in 1939. Announcing the for- 
mation of the bureau, the Minister of 
Transport said the complexity of transport 
problems made it necessary to maintain 
an overall picture of the situation, so that 
specific questions could be settled in the 
light of all the facts. 


New Box Wagons for C.P.R. 


The first consignment of 1,000 new 
steel-sheathed box wagons has arrived 
on the C.P.R. Western Lines. In view of 


the world food situation, the new stock 
will be employed fully in handling agri- 
cultural produce as well as merchandise. 
Motive power on C.P.R. Western Lines 
was increased recently by the arrival of 20 
new locomotives, which have been put 
into both freight and passenger service. 
The new box wagons are more than 40 
ft. in length, and are fitted with extra- 
large doors of lightweight corrugated 
steel to speed up loading. Of the total 
order, 950 wagons are to come from the 
Canadian Car & Foundry plant at Mon- 
treal, and the balance from the Eastern 
Car Company at New Glasgow, N.S. 


Large C.N.R. Order for Box Wagons 

One of the largest orders ever placed 
by the Canadian National Railways for 
the construction of new box wagons has 
been announced by Mr. R. C. Vaughan. 
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Chairman & President of the system. It 
calls for the building of 3,700 cars at the 
earliest possible date. The new wagons 
wili have a capacity of 50 tons. In hand- 
ling certain traffic, their stowage space will 
be 25 per cent. more than in present 
wagons Of this type. 

The new vehicles for the C.N.R. will 
be of all-steel construction, having the in- 
teriors lined with a special wood finish. The 
inside dimensions will be 40 ft. 6 in. long, 
10 ft. 6 in. high (6 in. higher than any now 
in service), and 9 ft. 2 in. wide. For faster 
loading and unloading, the doors will be 
7 ft. wide by 6 ft. high, which is larger 
than those of existing box wagons. 


UNITED STATES 


Renewal of International Railway 
Bridge 

\rrangements have been completed for 
the replacement of the old swing span of 
the International Railway Bridge at the 
Soo, built in 1888, by a modern 368-ft. 
vertical lift span. The estimated cost of 
this work, including the removal of the 
old span and island, is over $1,000,000. 
The new span will have a maximum head- 

way of 155 ft. above low water level. 


B. & O. Fast Freight Service 

New facilities for fast goods transport 
between industrial undertakings were intro- 
duced by the B. & O. under the name 
“Sentinel Service * on March 3. Move- 
ment of traffic is supervised by a con- 
troller, or “sentinel,” who keeps in touch 
with its progress by means of the com- 
pany’s own teleprinter organisation. The 
system enables consignees to be informed 
of the actual times of collection from their 
own sidings and delivery to those of the 
consignee, rather than the terminal-to- 
terminal schedules of the goods trains. 
Goods are carried in box wagons with the 
slogan “siding to siding dependability ” 
prominently displayed. At the present 
time, 30 of the principal stations on the 
B. & QO. system are covered, and the 
organisation links up also with the com- 
pany’s Central States Despatch Route to 
and from the North-Eastern States and 
New England. 


ARGENTINA 


State Railways Development Plans 


In a recent broadcast over the State 
radio system, the Administrator-General 
of the Argentine State Railways. Colonel 
Alfredo J. Job, announced that the Argen- 
tine Government had authorised the ad- 
ministration to spend the sum _ of 
ps. 800,000,000 in renewals and improve- 
ments during the period 1947-1951. 
Colonel Job said that 40 per cent. of this 
sum had been earmarked for the purchase 
of rolling stock and traction equipment. 
Tenders would be called for during 1947, 
and would include: 140 diesel-electric loco- 
motives for general service and shunting; 
99 steam locomotives; and 22 diesel- 
electric trains for improving the Buenos 
Aires suburban service between Retiro 
and Del Viso, as well as long-distance ser- 
vices on the Northern, Bariloche, and 
Transandine sections. 

Tenders would be called also for 23 
three-unit diesel trains, 34 railcars. 450 
passenger coaches, and 2,800 wagons. 

Among other works authorised are 
duplication of the State Railways line from 
Retiro (Buenos Aires) to Rosario; the 
linking of the Argentine and Brazilian 
railway systems by a line between Paso de 
los Libres and Curuzti Cuatid; and a 
branch from Quines to San Luis, the only 
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provincial capital not yet connected with 
the State Railways system. 


WESTERN AUSTRALIA 


Receipts for Half-Year 


A decline from £1,044,700 to £904,100 
in the earnings of the Western Australian 
Government Railways for the three 
months ended December 31, 1946, was 
accounted for by the strike of locomotive 
enginemen during November (see The 
Railway Gazette of November 29 and 
December 27). Working expenses were 
£1,015,200, a decrease of £20,163, and the 
net result of operations was a deficit of 
£111,100. After payment of interest 
(£257,500), the loss for the quarter was 
£368,600. Earnings for the corresponding 
period of 1945 were £1,044,700, and the 
net revenue £9,337, but payment of 
£260,000 interest gave a loss of £250,663. 

For the six months to December 31, 
earnings totalled £1,914,200, and working 
expenses £2,094,293, resulting in a loss, 
after payment of interest, of £695,093, as 
compared with £515.564 in the correspond- 
ing period of 1945. The operating ratio 
for the six months in 1946 was 109-41 per 
cent., and for the last three months of the 
year 112-29 per cent. 

As a result of the strike, much urgent 
traffic was conveyed by road. Large ton- 
nages of agricultural produce, fertilisers, 
and other goods had to be diverted, but 
much of this will be conveyed by rail at 
a later date. 


New Sleeping Cars for “ Westland 
Express ” 

Six new all-steel sleeping cars are being 
built at the Midland Junction workshops 
for use on the “ Westland Express,” which 
runs between Perth and Kalgoorlie, and 
forms the Western Australian section of 
the interstate service between Western and 
Eastern Australia. The cars should be in 
service by July next. Externally, they will 
be coloured in attractive shades of cream 
and green. Each coach will bear the train 
name, “ Westland,” in gold letters above 
the central side entrance door, and the 
class designation, also in gold, will be on 
the side panelling below the windows. The 
construction of these vehicles was under- 
taken as part of the rolling stock moderni- 
sation programme outlined in The Rail- 
way Gazette of August 9, 1946. 

The cars will be divided into two sec- 
tions by a central entrance, from which 
two corridors connect with the end vesti- 
bules. Each section contains four two- 
berth compartments with folding berths. 
There will be a shower compartment, lava- 
tories, and a conductor’s compartment. 

The contour seats, shaped to give rest- 
ful support to the back, will be upholstered 
in brown leather over soft springs and up- 
holstery. The upper berth will fold up- 
wards when not in use, and the lower one 
will fold against the partition to form the 
back-rest to the seat for day travelling. 
Two large wardrobes will be provided. In 
the corner next to the window, a polished 
jarrah table-top will cover a stainless-steel 
wash-basin connected to the hot and cold 
water systems. Hot water will be avail- 
able in the shower compartment. Three 
ashtrays, a bottle opener and a stainless- 
steel waste receptacle are being provided 
in each compartment, and an electric fan 
on the wall. A new feature will be fluo- 
rescent lighting, which does not throw 
shadows. 

The view from the compartment is being 
improved by the use of large windows, 
which are 4 in. deeper and 1 ft. wider than 
the previous standard. Balanced window 
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sashes will allow of finger-tip control. The 
coaches will be insulated against heat and 
sound. Each coach body will have a 
double shell and the cavity will be packed 
with a highly efficient insulating material. 
The floor, in addition to having linoleum 
and carpet coverings, will be sealed against 
the heat and sound from the track. The 
ceiling is being lined with acoustic tiles to 
absorb sounds within the compartment. 

With a view to testing public reaction 
to the new coaches, a full-scale model 
compartment has been constructed, and 
has been exhibited at Perth and elsewhere 
for a similar purpose. Visitors were given 
a questionnaire, inviting them to comment 
on certain features of the model and to 
make suggestions for increasing the com- 
fort of passengers. Much constructive 
criticism has been received, and some of 
the ideas submitted will be incorporated 
in the design. 


FRANCE 


Paris Metro Fares 

The decision to raise the Paris Metro- 
politan fare from fr. 2 to fr. 5 (announced 
in The Railway Gazette of January 3) 
was not carried out in practice, because of 
the French Government’s policy of apply- 
ing a reduction of 5 per cent. to all prices. 
As a consequence of this policy, the fare 
was raised from fr. 2 to fr. 4. First class 
has been abolished. 


DENMARK 


Articulated Bus for Road Services 

A four-axle single-deck bus to accom- 
modate 80 passengers is now being con- 
structed for use on the State Railways 
road services along the south coast be- 
tween Copenhagen and Greve Strand. 
The vehicle consists of a Leyland tractor 
unit with a 130-b.h.p. diesel engine, and a 
trailing car with twin rear axles, providing 
60 seats and space for 20 standing passen- 
gers. Large trailers are in use already on 
these services, but the new vehicle will be 
considerably more manceuvrable than 
existing types, which will be advantageous 
on the narrow roads which have to be 
negotiated. The bus is a production of 
Leyland Motors Limited, Leyland, Lancs., 
and the company’s Danish agent, Dansk 
Automobil Byggeri. 


HUNGARY 


Centenary of Railways 

Post-war conditions caused the cen- 
tenary of railways in Hungary to be cele- 
brated only on a modest scale. The cen- 
tenary date was July 15 last year, the first 
steam-worked railway in Hungary, from 
Pest to Vac, having been opened for 
public traffic on July 15, 1846. A State 
Railways administration was established in 
1868, and in 1876 there began the process 
of nationalising privately-owned railways 
in the country. By 1914 the State Rail- 
ways owned 8,411 km., and controlled 
10,522 km., out of the 22,627 km. of rail- 
ways in the country. After the 1919 Peace 
Treaty, however, only one-third of the 
former railway kilometrage remained 
within the new Hungarian frontiers. 
Although serious damage was done to the 
railways in the recent war, restoration of 
main lines was pursued actively, and the 
railways were able to handle most of the 
traffic offering by the end of 1945. In 
October that year, the Allied Control 
Commission handed back the railway 
system to the State Railways Administra- 
tion. 
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U.S.A. Railway Operations in 1946 


Increased costs cause sharp rise in operating ratio 


UR American contemporary, the Rail- 
way Age, heralds the advent of each 
New Year by publishing a statistical and 
outlook number, which reviews the results 
for the previous twelve months and fore- 
casts developments. For many years a 
feature of this special issue has been a 3ur- 
vey of railway operations, contributed by 
Dr. J. H. Parmelee, Director, Bureau of 
Railway Economics, Association of Ameri- 
can Railroads. Invariably he succeeds in 
furnishing traffic statistics for the year 
under review which necessarily contain an 
element of conjecture, but require little 
adjustment when precise figures are avail- 
able. 

On this occasion exceptional difficulties 
have deterred Dr. Parmelee from estimat- 
ing an income account for 1946 as a 
whole, but he has compiled a condensed 
income account for the 10 months ended 
October 31 and for the corresponding 


period of 1945, 1944, and 1942. His cal- 
culations show that last year, traffic in 
the United States was about midway 


between the peaks reached before the war 
and the wartime records of 1944. Yet 
railway net earnings were little better than 
those of the lean years in the °30s, because 
expenses were swollen by sharp increases 
in the cost of labour, materials, and fuel. 
The operating ratio rose from 67 per cent. 
in 1944 and 79 per cent. in 1945 to 83:3 
per cent. at the end of October last. Not 
since the time of Government control in 
1919 and 1920 had the ratio stood at such 
a perilously high level. 


Accumulation of Net Profits 

The railways came through the war with 
an accumulation of net profits available 
for improvement programmes. On the 
other hand, their present earning capacity 
would have faded away if they had not 
persuaded the Interstate Commerce Com- 
mission to grant an advance of 17°6 per 
cent, in freight rates applying from Janu- 
ary 1, 1947. An article in our December 
20 issue described the convincing case sub- 
mitted to the Commission. The new 
freight rates are estimated to produce 
added revenue of $970 million during the 
present year. 

At the same time, the 10 per cent. in- 
crease in pa‘senger fares effective since 
February, 1942, has been continued indefin- 
itely, and express charges have been raised 
by about $58 million a vear. The com- 
bined effect of these higher charges scarcely 
will suffice to offset the increase of more 
than 50 per cent. in wage ratio and costs 





of materials experienced since 1940, 
though traffic prospects are distinctly 
favourable—always provided that the 


labour troubles of 1946 do not recur. 


COMPARATIVE FREIGHT TRAFFIC SUMMARY 


Per Per 


cent. cent. 
1946 decrease increase 
on 1945 on 1940 
Wagon loadings 41,300,000 1-4 13-5 
Net ton-miles - 583,000,000,000 14:4 56 
Net ton-miles per 
freight train-hour 17,180 1-6 22 
Daily mileage of 
freight locomo- 
tives one op 116 2:4 10 
Daily mileage of 
freight wagons ... 45 8-5 12 
Freight train speed 
(miles per hour) 16-1 In. 2-5 D.3°5 
Train load (short 
tons) 1,084 4 27 
Wagon load. (short 
tons) ; 31-3 2:8 13 


_ Looking first at the 1946 freight situa- 
tion, the table above shows how the main 
Statistics varied in comparison with 1945 


and 1940, the year before America entered 
the war. 

These figures reflect decreases in the 
volume of wartime traffic and in the long 
hauls and full wagon loads which it in- 
volved. Wagons were not turned round 
so expeditiously in 1946 as they were under 
the pressure of wartime conditions. Neither 
was the average wagon loaded so heavily, 
nor did it move so far. Freight train 
movement, however, was speeded up and 
should be back now at pre-war standard. 

One remarkable result of the reconver- 
sion of industry to a peacetime basis was 
an increase of 14 per cent. in the forward- 
ings of less-than-wagon load merchandise, 
to the annoyance of the road hauliers who 
contend that railway charges on “ smalls ” 
are too low to be remunerative. 


Passenger Business 

Passenger business is a secondary con- 
sideration in America, producing less than 
one-fourth of the freight revenue. The 
trend of passenger-miles has been steeply 
downwards since the peak of the return 
movement of troops in January, 1946, and 
the decline is likely to continue throughout 
1947. Air and road carriers, as well as 
private motor cars, will be competing 
vigorously. Last year the passenger-miles 
operated by scheduled air lines almost cer- 
tainly exceeded 5,000 millions as compared 
with 65,000 million worked by the rail- 
ways. The inter-city motor bus is retain- 
ing its hold on short-distance travel, and 
the private car is multiplying on the high- 
ways. On their part the railways are im- 
proving train services and could claim that 
in 1946 their carryings were nearly three 
times the 1939 totals, 

The declining traffic and higher working 
costs of 1946 led to reduced net earnings 
for the fourth successive year. Operating 
revenues in the first ten months of 1946 
were nearly 17 per cent. under the corre- 
sponding months of 1945; actual operating 
expenses for the same periods showed an 
increase of 2:3 per cent. and were the 
highest on record. Net railway operating 
income at the end of October was less 
than the figure for October, 1933, one of 
the worst years in railway history. Finally, 
net income after charges last year was only 
$155 million, compared with $473 snilihen 
in October, 1945, and $711 million in 
October, 1942. The rate of return on pro- 
perty investment was 1:91 per cent., a sad 
fall from a return of slightly over 3 per 
cent. for the whole of 1945 and of 5:5 
per cent. for 1942. 

These financial results reveal a_para- 
doxical situation. Since the end of the war, 
America has been seething with energy 
and has been abundantly prosperous. A 
bumper harvest helped to make 1946 a 
year of record peacetime carryings of 
goods and passengers. The railways had 
to put forth extraordinary efforts to over- 
come wagon shortages and to provide suffi- 
cient passenger coaches. Instead of profit- 
ing by their exertions, they were nearly as 
badly off as during the slump of 1931 to 
1935. Dr. Parmelee estimates that their 
average charge of 0:975 cents for carrying 
a ton for a distance of one mile should 
rise to about 1-1 cents in 1947 and may 
just enable them to turn the corner. 

Average fare per passenger-mile was 1:95 
cents, more than 30 per cent, below the 
1929 average charge. It is doubtful 
whether passenger business can produce 
any net revenue for some of the railways 
on that basis. The New York, New Haven 
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& Hartford, which derived 48 per cent. of 
its total 1946 operating revenue from pas- 
sengers, calculates that it will have a net 
income deficit of $7,125,000 this year un- 
less the Interstate Commerce Commission 
allows it to increase its fares by percen- 
tages varying from 13 to 20 according to 
the class of travel. 

At the end of a comprehensive survey, 
Dr. Parmelee expresses the opinion that 
a year of great opportunities in readjust- 
ment to peacetime activities was spoiled 
by unnecessary stoppages of work. As 
the year ended, there was growing recogni- 
tion of the need for imposing restraints 
on those pushing their own selfish advan- 
tages. He feels that the outlook for the 
railways in 1947 is not unhopeful, if the 
tide of rising costs is halted. With costs 
under control, a substantial volume of 
freight traffic, handled at the higher rates 
now in force, should go far towards stabi- 
lising the railway industry and the many 
other industries from which the railways 
purchase equipment and materials. 


A SEVERE TEST FOR RUBBER FLOORING. 

-One of the features of the “ Britain Can 
Make It Exhibition” was the expanded 
rubber flooring specially laid for the occa- 
sion. At the close of the exhibition, by 
which time more than 14 million visitors 
had walked over it, the flooring was ex- 
amined and showed no signs of wear. Its 
resilience had been maintained, morever, 
in spite of the severe test to which it had 
been put. The material used in its con- 
struction was Rubazote soft expanded 
rubber, made by the Expanded Rubber 
Co. Ltd., 675, Mitcham Road, Croydon, 
which with its companion product, Ona- 
zote. possesses some unusual characteristics 
by reason of its cellular structure. The 
rubber used in the manufacture of Ruba- 
zote forms a multitude of small suction 
cups immediately the surface skin is re- 
moved, and the inert gas present in its 
composition effectively resists the destroy- 
ing action of oxygen. Apart from its 
durability, together with the economy re- 
sulting in service, this flooring is claimed 
by the makers to be impervious to mois- 
ture and to attack by insects and bacteria. 


COMPLETING THE YORK——-NORTHALLERTON 
WIDENING, | .N.E.R.—As part of its post- 
war programme for improving train run- 
ning facilities, the L.N.E.R. is to spend 
£377,000 in completing the widening of the 
main line between Northallerton and York. 
The permanent way portion of the scheme 
will cost approximately £250,000, and the 
signalling work £120,000. An additional 
line for 43 miles from Pilmoor to Alne. 
and a further line over the Ouse at Skelton, 
are now to be constructed to eliminate the 
last two bottlenecks between Northallerton 
and York, and enable maximum benefit to 
be secured from widenings previously car- 
ried out. The work at Skelton will in- 
volve building an additional line from a 
point immediately north of Skelton Bridge. 
which will cross the main lines by means 
of a flyunder and thereafter continue into 
the York marshalling yards over the River 
Ouse, where a new bridge will be con- 
structed. The new lines will be equipped 
with colour-light signals of the 3- and 4- 
aspect automatic and _ semi-automatic 
searchlight type, and will be track-circuited 
throughout. Similar signalling will be in- 
stalled on the additional lines provided be- 
tween Pilmoor and Thirsk during the war. 
so that all running lines between North- 
allerton and York will be provided in due 
course with modern colour-light signalling 
and track-circuiting. 
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THE RAILWAY GAZETTE 


New French Locomotive Construction 


A comprehensive plan 


designs and introduce 


§ OME details were given recently by M. 
André Chapelon, Chief Engineer in 
the Locomotive Design Department of the 
§.N.C.F., of the policy being adopted in 
France for the elimination of obsolescent 
locomotives and the construction of new 
tvpes. 

Ti acusionr Chapelon was lecturing to the 
Association Francaise des Amis des 
Chemins de fer, and his address was re- 
ported in a recent issue of our French 
contemporary, Le Génie Civil. 

In 1940 there were 11,863 engines on the 
French National Railways system, of 
which 2,726 were tank engines. There 
were 114 classes of tender engines, aver- 
aging 80-2 per class, and 63 classes of tank 
engines, or 43:3 per class. The 
average age of the engines was 34 years, 
but some had been in service as long as 
74 years. 

It is proposed to have in service in 1950 
10,239 engines of 134 classes, after which 
the number will be reduced gradually to 
8.289 in 1956, eliminating 1,749 engines 
built between 1897 and 1913. A few 0-6-0 
locomotives built in 1867 for the former 
Quest system, however, will be working 
still, and will be 88 years old. This plan 
takes due account of the traffic expected 
between now and 1956, with due allowance 
for engines to be released by the Paris- 
Lyons electrification. 

The plan is, of course, subject to 
amendment as a result of changes in traffic 
demands, progress of electrification, new 
construction, and possible use of diesel- 
electric power. Experience shows that, 
generally speaking, most designs of engine 
reach the end of their useful and econo- 

mic life in approximately 20 years. Some 
2,000 to 3,000 machines, therefore, will 
need to be built during the next 10 years 
or so, or about 230 per annum. These 
will not require to be high-speed engines. 
as certain classes of passenger expresses 
still will be able to be handled by the 
existing Pacific type locomotives or the 
2-D-2 class electrics. 


Designs Based on Present Types 

The locomotives which it has been de- 
cided to build comprise some of the 
2-10-0 type, derived from a former Nord 
design, of which 90 exist; some 2-8-2s, 
taken from a P.L.M. design, of which 90 
are in service, 13 are building, and 200 on 
order; with a 2-10-0 Ceinture type tank 
engine, of which 10 exist and 12 more are 
to be obtained. There will also be 35 
0-10-0 engines, similar to some used by the 
former Midi and P.O. lines; a like num- 
ber of 4-8-2 express engines for dealing 
with heavy trains between Laroche and 
Dijon, pending electrification; and 1,300 
2-8-2 mixed traffic locomotives, of which 
700 are being built in America. 

There are 578 American, 373 British, and 
133 German tender engines available in the 
country, with a few German tank engines. 
It is planned to effect a number of im- 
provements to existing designs, such as 
the fitting of improved pony trucks, super- 
heaters, roller bearings, and other modifi- 
cations; and one of the 4-6-4 engines, in- 
tended to have turbine drive applied to 
it. is to be made a 4-cylinder compound. 

In addition to the acquisition of new 
power from existing designs—unaltered or 
slightly modified—it is proposed to intro- 
duce a series of designs of relatively simple 
construction, and utilising readily obtain- 


to eliminate old 
modernised standards 


able materials and types of labour, thus 
enabling home locomotive builders to turn 
out engines quickly in case of need. These 
would be 2-cylinder simple engines. In 
spite of the extension of electrification, the 
greater part of the work for some years 
will have to be performed by steam loco- 
motives, and the adoption of mechanical 
stokers will enable French coal to be used 
to advantage, and imports of better quality 
of fuel to be cut down or eliminated. 


Proposals for New Classes 
A new 4-6-0 4-cylinder streamline com- 
pound, on the Bousquet-de Glehn system, 
is contemplated for hauling the highest 
class of expresses between Paris and Stras- 
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particularly favoured in France and de- 
veloped there so successfully. Four de- 
signs have been worked out, shown in the 
accompanying diagrams, for 4- 6-4, 4-8-4, 
2-8-4, and 2-10-4 engines, covering express 
fast, mixed, and freight services respec- 
tively. All will be 3-cylinder compounds, 
using the same boiler (except for differ- 
ences of length), the same designs of pony 
truck, bogie, axles, and all accessories, and 
being arranged to permit of the ready in- 
terchange of crews. 

Extra heavy tyres will permit of long 
service between returning. Weight per 
axle is to be raised from 19 tons 14 cwt. 
to 22 tons 13 cwt., enabling the designs to 
be of specially robust construction. Boiler 
pressure will be 320 lb. per sq. in., and 
grate area about 212 cu. ft. For the time 
being, the tenders will have five axles, 
and will carry 15 tons 15 cwt. of coal and 
7,700 gal. of water, but as soon as the new 
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Principal dimensions of proposed 4-6-4, 4-8-4, 2-8-4, and 2-10-4 compound 
locomotives for the French National Railways 


bourg, and Paris and Marseilles, based on 
experience obtained with some modified 
2-8-2 compounds which have proved satis- 
factory at high speeds. These new engines 
will have 7 ft. 24-in. dia. wheels, and will 
be capable of reaching 200 km.p.h. (124 
m.p.h.). 

The results achieved in certain direc- 
tions by American locomotive builders, 
aiming at greatly simplified design 
and maintenance, have been studied by 
the S.N.C.F. engineers with the object 
of incorporating them in the new pro- 
posals, in combination with characteristics 


long turntables are available, a 12-wheel 
design will be introduced enabling another 
2,200 gal. to be carried. 

Monsieur Chapelon pointed out that high 
speeds were attained regularly long ago in 
France. It was in 1853 that the former 
Nord adopted a maximum speed limit of 
120 km.p.h. (75 m.p.h.), which is still the 
official figure, although it is hoped that 
this will be raised before long to allow 
of speeds up to 160 km.p.h. (nearly 100 
m.p.h.). The proposed 4-6-4- -engines should 
be able to attain some 87 m.p.h. with re- 
latively heavy loads. 
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New Corridor Composite Carriages, L.M.S.R. 


A series of 125 coaches completing the company’s 


initial post-war 


THE first post-war programme of 800 
new passenger vehicles for the 
L.M.S.R. included four types, the latest of 
which is a series of 125 new corridor com- 
posite carriages. These vehicles are now 
veing built at the company’s Wolver- 
ton works; approximately 80 have so far 
been completed. The programme includes 
also 200 third class coaches, described in 
our October 4, 1946 issue. 

The new vehicles are 60 ft. long and 
9 ft. wide, with seating accommodation for 
18 first class and 24 third class passengers 
in seven compartments. The tare weight is 
31 tons 7 cwt. The side corridor is pro- 
vided with four entrance doors, of which 
two are at the ends, entrance from the 
other side being by means of two doors 
only, into the end lobbies. A compart- 
ment at each end provides toilet facilities 
for first and third class passengers. 

The bogies are of the standard L.M.S.R. 
4-wheel type, with 9-ft. wheelbase, having 
arc-welded frames and ttyred rolled-steel 
disc wheels with 9 in. x. 4§ in. axle 
journals. The. suspension comprises two 
pair of helical steel bolster springs, with 
the usual eyebolt and knife-edge swing 
beam mounting, and, over each axlebox, 
a 5-ft. semi-elliptic laminated spring fitted 
with rubber auxiliary springs. 


Body Construction 

The underframe follows standard 
L.M.S.R. design, being fitted with shock- 
absorbing rubber spring buffers and the 
usual articulated drawgear. The framing 
is fabricated by electric arc-welding from 
standard rolled-steel sections and plates. 
A timber floor frame is bolted to the un- 
derframe through rubber cushions, and on 
this the timber body framing is erected. 
The floor is made up of two layers of 
tongued and grooved boards, and subse- 
quently covered with felt and brown lino- 
leum. The teak body framing is covered 
on the outside by 16 S.W.G. charcoal- 
finished panels; the body side and end 
panels are carbon arc-welded together to 
form as few units as possible prior to 
erection. The roof panelling is of 16 
S.W.G. galvanised steel, and the panels are 
arc-welded together and to steel roof car- 
lines, and screwed to the timber cantrails. 
Ample roof gutters are provided at the 
cornices. 

The three first class compartments, 
measuring approximately 7 ft. 2 in. x 
6 ft. 2 in., are furnished with sprung seats 
with spring-filled loose cushions. The seat 
backs and head rests are well upholstered 
and deeply sprung, and head and arm rests 
are provided at each side of every seat. 
the arm rests being hinged to the head rest 
frames. Each compartment seats six pas- 
sengers. The seats, backs, and head and 
arm rests are covered in uncut moquettes 
of pleasing designs and shades to tone 
with the finishing, which consists of ply- 
wood panels veneered with natural maple 
butt or silver grey-wood, with fascias and 
mouldings in African mahogany or Niger- 
ian walnut. 

The third class compartments measure 
approximately 6 ft. 3 in. x 6 ft. 2 in.. and 
have double-sprung seats with upholstered 
seat backs and head rests, designed to give 
maximum comfort in the space available. 
Accommodation is provided in four com- 
partments for 24 passengers. Hinged arm 
rests are fitted, which fold back flush with 
the seat backs, so as to allow space for a 


programme 


of 800 vehicles 

further 16 passengers in a coach if this 
should be necessary during peak travel 
periods. These seats and backs are covered 
with cut moquette of patterns and shades 
to tone with the third class finishing of 
veneered plywood. The veneers are se- 
lected from natural lacewood, white sapele, 
weathered sycamore, or betule, with fram- 
ing timbers of African mahogany. As in 
the first class compartments, care has been 
taken in design to avoid unnecessary pro- 
jections and mouldings, and to obtain matt 
flush surfaces to facilitate cleaning and give 
a pleasing appearance. 

Ample luggage racks are fitted above 
each seat in both first and third class com- 
partments, with a mirror below, which is 
mounted by means of corner brackets in 
the first class, and a metal frame in the 
third. Brackets are fitted also to the body 
side of each compartment to accommodate 
a table, one of which is carried in the lobby 
at each end of the vehicle to serve the 
needs of both classes. 

The windows are in accordance with the 
usual L.M.S.R. standard, being 4 ft. wide, 
with a shiding light ventilator of large 
maximum’ opening fitted above the fixed 
window. Corridor windows are arranged 
opposite the compartments, which have 
large double sliding doors to the corridors. 
These doors are fitted with large windows, 
so that an ample field of vision is obtained 
from the seats at the corridor side of the 
compartments. The windows in the first 
class compartments are fitted with self- 
coloured curtains of a simply designed, de- 
lustred material to tone with the seat 
coverings, and similar curtains are pro- 
vided at the corridor partitions. These 
compartments are furnished also with thick 
pile carpets of colours harmonising with 
the curtains. A runner carpet is laid along 
the corridor floor at the first class end of 
the vehicle. 


Compartment Fittings 

The metallic fittings in the first class 
compartments are finished in satin matt 
brass, and those in the first class corridors 
are satin matt nickel. In the third class 
compartments, the 4-ft. windows, sur- 
mounted by sliding light ventilators of the 
same pattern as the first class, are fitted 
with spring blinds in brown and silver 
tapestry. Similar blinds are fitted to each 
corridor sliding door, and are controlled 
by cable guides so as to be adjustable to 
any position. Care has been taken in de- 
signing the corridor sliding doors for both 
first and third class compartments to ex- 
clude draughts by the fitting of special 
draught preventers on the door side and 
bottom edges. The metallic fittings in the 
third class compartments and corridors are 
finished in oxydised venetian bronze. 

Each toilet compartment is furnished 
with a white fireclay wash-basin of stan- 
dard pattern, with hot and cold water 
supply, and a large mirror above. A 
white earthenware water-seal w.c. hopper, 
with pull-down flushing handle. is pro- 
vided. The walls are of flush appearance, 
and painted with an “egg-shell ” surface 
in duck-egg blue. The metallic fittings on 
the wash-basin and heater cabinet above 
are all either chromium or nickel plated; 
other fittings are oxydised venetian bronze 
(third class) or satin matt nickel (first 
class). The general space heating of the 
compartment in winter is by means of 
Westinghouse four-column steam radia- 
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tors, one of which is housed in each com- 
partment. A Westinghouse lavatory water 
heater is enclosed in a case above each 
basin to provide a supply of hot waier, 

The compartments are steam heated in 
winter by means of two 3-ft. gilled tubular 
heaters of the atmospheric type, one under 
each seat, which can be controlled by the 
passengers. Steam heaters are provided 
also for the corridor, and these are housed 
in recesses in the body side and covered 
by metal grilles. 

The new vehicles are ventilated on the 
extraction principle, two roof extractors 
being provided for each compartment, and 
one for each toilet, with additional venti- 
lation in the compartments and corridor 
from the sliding lights above the windows, 
Each toilet compartment is fitted also with 
a special extractor ventilator in the body 
side above the window, to ensure an ade- 
quate rate of air change. 


Lighting System 

Electric lighting is provided by the com- 
pany’s standard Wolverton system. This is 
a single-battery equipment, the regulator 
of which combines all the necessary switch- 
gear as a unit. Lighting is by means of 
15-watt lamps, of which there are five in 
each third class and six in each first class 
compartment. One lamp in the third class 
compartments is carried in a reflector fit- 
ting in the ceiling, and four are mounted 
on moulded plastic brackets over the seat 
backs. 

In the first class, the ceiling fitting car- 
ries two 15-watt lamps in opal shades, and 
four lamps on metal brackets finished in 
satin matt brass are provided over the seat 
backs. In this class, the ceiling lamps may 
be dim or bright, under the control of the 
passengers, by the use of a switch over the 
seat back. The seat-back brackets in both 
classes are fitted with switch lampholders 
and carry opal shades. Two lamp brackets 
are fixed over the mirror in each toilet 
compartment. 

All circuits are protected by non-inter- 
changeable fuses of the cartridge type, and 
each bracket carries an individual fuse 
combined with a plug. Later vehicles of 
this order will have a new design of ivory- 
coloured moulded plastic lamp fitting over 
the seats in both classes, which will be 
more in line with modern trends of style, 
more compact, and easier to clean, and 
with the switch control more conveniently 
positioned. The ceiling fittings in both first 
and third class coaches will be in moulded 
plastic, to harmonise with the other fit- 
tings, and will carry opal shades. The 
coaches are fitted with through-lighting 
control and ball circuits. 


FUTURE OF LEOPOLDINA RatLway.—lIn 
response to inquiries, the board of the 
Leopoldina Railway Co. Ltd. states that no 
approach has been made to the company 
by the Brazilian Government regarding the 
purchase of the railway. 


“Our” RaiLway — Histories.—Some 
twelve months ago, an interesting descrip- 
tion of two model railways entitled 
“* Our’ Railway Histories ” was published 
jointly by Messrs. V. Boyd Carpenter and 
T. Pearson, and the authors expressed their 
intention of devoting the proceeds from 
the sale of the booklet to railway charities. 
It is gratifying to learn that, up to the end 
of 1946, a total of £235 has been distri- 
buted in this way. A fifth and last edition, 
brought up to date and enlarged, is now 
on sale, and the authors plan to make 
further donations in due course. 
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Vehicle from compartment side, showing end doors. 
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Motor-Generator for Fluorescent Lighting 


London Transport carriage installation dispensing with separate alternator 


Two cars running on the Metropolitan 

Line of London Transport have been 
equipped with a fluore.cent lighting instal- 
lation which operates on a.c., but does not 
require a separate alternator. The a.c. 
supply is taken from a special stator wind- 
ing inserted in slots in the main pole shoes 
of a dual-purpose motor-generator, which 
is mounted under one of the cars in place 
of the standard type of machine. 

In the present installation, this motor- 
generator has been modified from a stan- 
dard machine by the Metropolitan- -Vickers 
Electrical Co. Ltd. It is of the totally-en- 
closed, fan-cooled type, with two arma- 
tures, one for the 600-volt d.c. motor and 
the other for the 50-volt d.c. generator. 
Both armatures are mounted on a common 
shaft carried on one ball and one roller 
bearing. 

The machine is capable of supply- 
ing 48 20-watt fluorescent tubes with 
a.c. at 110 volts, 850 cycles, and it has 
a d.c. output of 40 amp. at 50 volts. A 
later design will be capable of providing 
a d.c. output of 60 amp. at 50 volts, and 
feeding 70 20-watt tubes. 

Induction of the a.c. voltage takes place 
by reason of the change in flux distribu- 
tion through the a.c. stator winding caused 
by the passage of the teeth and slots of 
the d.c. armature acro:s the pole faces. 

The speed and output voltages of the 
machine are’ held within close limits over 
large variations in supply voltage by a 
vibrator type of regulator, excited by the 
d.c. output voltage. Regulation is 
achieved by varying the current through a 
50-volt winding on the motor field. The 


generator is provided with a series field to 
assist in the maintenance of constant volt- 
age on the d.c. output. It is necessary to 
arrange for the holding of constant speed, 
rather than allowing the speed to vary and 
maintaining constant output voltage by 
changing the generator excitation, in order 
to keep the frequency of the a.c. output 
at a value which gives satisfactory condi- 
tions in the lamp circuits. To provide a 
sensibly constant a.c. voltage on the lamp 
circuits, irrespective of the number of 
lamps connected, a series condenser is pro- 
vided. The power factor at the machine 
terminals is brought approximately to 
unity by a condenser connected in parallel 
with the lamp circuits. 

Each car is equipped with 22 fluorescent 
tubes, 2 ft. long and rated at 20 watts. 
The lamps run in two rows from end to 
end of the cars along the monitor rails. 
The lamp chokes and condensers are 
mounted behind the hinged panels which 
form part of ithe lamp fittings. 

In one car the circuit is arranged for 
straight resonant starting. A condenser 
connected with one end of each electrode 
forms, with the lamp choke, a resonant 
circuit, and provides the path for the cur- 
rent to pre-heat the electrodes. The 110- 
volt a.c. is applied across the choke and 
lamp with no time delay, and the lamp 
strikes as soon as lamp conditions permit. 

The second car is provided with a time 
delay to ensure that cold starting does not 
occur. This is effected by having a choke 
in the supply circuit, which is short-cir- 
cuited by a thermal vacuum switch within 
2 to 3 sec. of switching on. Until this 


A Station Yard in South Africa 
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choke is short-circuited, the voltage across 
the lamps is insufficient to start the dis- 
charge, but the current flowing through 
the lamp condensers is sufficient to raise 
the electrode temperature to a value which 
gives satisfactory emission. The relative 
life of the lamps on the two cars will show 
whether or not the additional apparatus js 
warranted. 

Emergency lighting is provided by six 
45-watt lamps mounted on the cenire line 
of the car ceiling. These lamps, which are 
fed from the battery which normally floats 
across the terminals of the dc. gei verator, 
are, for the sake of simplicity, alight when- 
ever the car lighting is switched on. 

Whilst the lighting of these cars was 
being modified, the opportunity was taken 
to improve the layout of the route diagrams 
and advertisements. A continuous frieze of 
route diagrams now runs from end to end 
of the car immediately above the windows, 
This enables a complete route diagram to 
be read from practically any position in the 
car. Advertisements of the standard size 
are carried in a neat framework placed 
between the route diagrams and the light- 
ing fittings. 


LONDON TRANSPORT RECRUITING WOMEN 
PorRTERS.—A recruiting drive by London 
Transport for 350 new porters is being 
addressed equally to women and to men, 
the board having revived its wartime policy 
of employing women porters throughout 
the Underground system in consequence of 
the manpower shortage. Among the chief 
reasons for the recruiting drive is the open- 
ing this year of extensions of the Under- 
ground to Leytonstone, Newbury Park, 
Woodford, and Greenford. Applicants 
between the ages of 20 and 40 are sought. 


Locomotives and rolling stock in the station yard at Naauwport, South African Railways & Harbours, 
on the main line from De Aar to Port Elizabeth 
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G.W.R. Developments in Maintenance Equipment—1 
Petrol-driven cranes for excavating and building work 


T HE cranes manufactured by R. H. Neal 

& Co. Ltd., of Ealing, London, W.5, 
were designed originally for use on build- 
ing jobs, and were characterised by a sim- 
plicity which is maintained in the modern 
type shown in the illustrations. With a 
15-ft. jib, the capacity varies from 15 cwt. 
at 7-ft. radius, to 5 cwt. at 15-ft. radius, 
measured from the centre of the 5-ft. 6-in. 
wheelbase. 

If a slightly longer reach is required, 
a 20-ft. lattice jib may be fitted, to lift 
3 cwt. at 19 ft. radius. Power for lift- 
ing and slewing is obtained from a 
6-h.p. J,A,P. petrol engine, a small hand 
winch being used for derricking. 


The cranes are useful in trench excava- 
tion of medium size, where the use of a 
larger crane either is not justified, or jis im- 
possible because of a restricted site. Skips 
of excavated material can be raised from 
the trench bottom, tipped direct into a 
vehicle, and run to spoil, instead of having 
to be shovelled by hand on to one or morz2 
intermediate stagings before being flung 
out at ground level and finally loaded. 

Instead of the conventional jib, masts 
in the shape of an inverted “L” can 
be supplied, giving a lift, at a constant 
radius, of 7 ft. The standard lengths of 
mast are 13 ft., 20 ft.. and 35 ft., with 
corresponding maximum loads of 15 cwt., 


Above—Crane fitted with 15-ft. jib, giving capacities from 15 cwt. at 
1-ft. radius to 5 cwt. at 15-ft. radius 


Right—Use of crane as hoist for erecting pre-cast concrete structural 
members, the jib being replaced by a mast 
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12 cwt., and 6 cwt.; thus fitted, the cranes 
are used commonly as hoists—for xample, 
for lifting materfal from ground level to 
the top of a bridge abutment or other 
structure as it is built up. Alte; latively 
the crane can be placed on top of the 
structure itself. 

The various types of mast or jib can 
be removed or interchanged quick!). With 
the jib lowered, the overall heigh of the 
crane is less than 8 ft. so that it js 
within the loading gauge when piaced on 
the floor of an ordinary wagon. For moy- 
ing about the site, a drawbar with Acker- 
man steering is fitted, and for road travel, 
pneumatic-tyred wheels can be supplied 
at extra cost. The crane described weighs 
38 cwt., and is one of a range with vari- 
ous capacities manufactured by R. H. Neal 
& Co. Ltd. 

















A DINNER was given recently to Mr. 
Harold Hall on his retirement from 
the post of Chief Chemist to the Southern 
Railway. It is nine years since a Chief 
Chemist of one of the main-line railways 
retired, on which occasion Dr. Percy Lewis- 
dale, who retired as Chief Chemist, 
L.M.S.R., at the end of 1937, was enter- 
tained. The Chief Chemists then present 
were again seated together during the 
recent dinner to Mr. Hall, Dr. Lewis-Dale 
having come up from retirement in 
Cheltenham. Those present were:— 
Messrs. R. W. Dawe, Chief Chemist & 
Chief of Research Department, G.W.R.: 
T. Henry Turner, Chief Chemist & Metallur- 
gist, L.N.E.R.; Harold Hall; Dr. P. Lewis- 
Dale: Messrs. A. T. Wilford, Chief Chemist 
(Road Services), L.P.T.B.; Edwin Rhodes, 
Assistant Chief Chemist, L.N.E.R.: W. P. 
Henderson, Chief Chemist, L.M.S.R.: J. I 
Hill, Assistant to Chief Chemist, L.N.E.R. 


Left to _ (standing) Messrs. A. T. 
Wilford, E. Rhodes, W. P. Henderson, 
J. I. Hill; (seated) Messrs. R. W. Dawe, 
T.H. Turner, H. Hall, Dr. P. Lewis-Dale 


Railway Chemists at Dinner to Mr. Harold Hall 
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Railway Work in Russia 








A railway wagon workshop beyond the Ural Mountains 











Modern machinery is used for laying rails and sleepers Wheel bay of the assemblytshop of the Krsnoyarsk 
in the U.S.S.R. locomotive works in Siberia 
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RAILWAY 


PERSONAL 


Mr. Edward Huskisson, Director & 
General Manager of Thos. Cook & Son 
Ltd., is relinquishing the General Man- 
agership on May 15 next, retaining his seat 
on the board. Mr. James Maxwell, Assis- 
tant Genera! Manager & Secretary, will 
succeed him as General Manager, and 
Mr. A. J. Turner, Assistant Secretary, will 
become Secretary of the company. 


Mr. W. A. Shaw, A.M.LC.E., Deputy 
Chief Engineer, Ceylon Government Rail- 
way, who, as recorded in our March 21 
issue, has been appointed Chief Engineer, 
was born in 1895, and educated at City 
of London School. He began his career 


Mr. W. A. Shaw 


Appointed Chief Engineer, Ceylon 
Government Railway 


as a pupil under the Chief Engineer, Great 
Northern Railway, in 1914. He joined the 
Royal Engineers in 1915, and saw active 
service in France during 1916-17; on being 
demobilised, he returned to Kings Cross 
to complete his pupilage. From 1920-23 
Mr. Shaw was an Assistant District Engi- 
neer on the South Indian Railway; but 
he returned in 1924 to take up an appoint- 
ment as an Assistant (New Works) to the 
Engineer, Southern Scottish Area, 
L.N.E.R. In 1925, when the R.E. Supple- 
mentary Reserve (Transportation) Units 
were formed, he was one of the original 
section officers of the L.N.E.R. Platelaying 
Company. In 1928 he was appointed Dis- 
trict Engineer, Ceylon Government Rail- 
way, On new works construction, and 
transferred to open line maintenance three 
years later. He was promoted Assistant 
Chief Engineer in 1939, and Deputy Chief 
Engineer in 1942. Early in that year it 
was decided to form a military force from 
the personnel of the railway, with the 
designation of Ceylon Railway Engineers 
Corps; and he was placed in command of 
the construction group with rank of 
Major. Mr. Shaw is the youngest son of 
the late Mr. George Shaw, who retired 
from the Great Northern Railway as 
Chief Goods Manager in 1919. 

The late Lord Mildmay of Flete, a 
Director of the Great Western Railway 
Company from 1915 to 1945, left £546,031. 
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Captain B. H. Peter will retire from 
the Westinghouse Brake & Signal Co. 
Ltd. on September 30 next. As from 
March 25 last he has relinquished his ap- 
pointment as Managing Director, and has 
become Deputy-Chairman. Mr. Donald 
F. Brown becomes Managing Director. 


Lt.-Colonel H. C. Prescott, C.M.G., 
C.LE., who, as recorded in our March 7 
issue, has retired from the position of 
Chief of Police, Southern Railway, was 
born in 1882, and was educated at Bed- 
ford Modern School. He was commis- 
sioned in the Indian Army, from which he 
retired in 1928, with the rank of Lt.- 
Colonel, having served in South Africa, 
1901-2, in the British Army, where he 


Lt.-Colonel H. C. Prescott 


Chief of Police, Southern Railway, 
36-47 


gained the Queen’s Medal with five clasps, 
and, during the 1914-18 war, in Meso- 
potamia, and Iraq, 1920, one clasp, when 
he was mentioned twice in despatches and 
made a C.LE. While in the Indian Army 
he was appointed Inspector-General of 
Police, Iraq, and raised a force of 10,000 
officers and men, from which post he re- 
tired in 1935. He joined the Southern 
Railway as Chief of Police in 1936. 
Colonel Prescott was made a C.M.G. in 
1926, and he is a member of the Order 
of Al Rafidain (Iraq), 2nd Class. 


Lord Woolton has been elected Presi- 
dent of the National Road Transport 
Federation. 

G.W.R. SIGNAL & TELEGRAPH ENGINEER 

Mr. A. W. Woodbridge, Assistant to 
Signal & Telegraph Engineer, Great 
Western Railway, has been appointed 
Signal & Telegraph Engineer, on the 
retirement of Mr. F. H. D. Page, from 
April 15. 


Two posts of Deputy Director-General 
of the Post Office are being created, and 
two of the existing posts of Assistant 
Director-General will cease. Mr. D. J. 
Lidbury, Assistant Director-General (Ser- 
vices), is retiring but will continue to serve 
the department as the leader of the British 
delegation to the forthcoming International 
Postal Congress. Sir George Ismay, 


NEWS SECTION 


Assistant Director-General (Finance), and 
Mr. R. A. Little, Director of Postal Ser- 
vices, have been appointed Deputy Direc- 
tors-General; and Mr. T. Anstey, 
Deputy Comptroller & Accountant 
General, becomes Comptroller & Ac- 
countant General. Mr. J. E. Yates, 
Assistant, Secretary, Postal Services De- 
partment, has been appointed Director of 
Postal Services. 


Mr. W. E. N. Growdon, Deputy Chief 
of Police, Southern Railway, who, as re- 
corded in our March 7 issue, has been 
appointed Chief of Police, was, in 1920. 
appointed by the India Office to the Iraq 
Police. During his service in Iraq, he held 
important appointments, including com- 


Mr. W. E. N. Growdon 


Appointed Chief of Police, 
Southern Railway 


mand of the Basra City, Port & River 
Police, and the post of Inspecting Officer 
of the Frontier Police districts in Northern 
Iraq. He commanded the Mounted Police 
Striking Force with military operations in 
Kurdistan. In 1935 he received from the 
King of Iraq the Order of the Rafidain 
for distinguished police service. In March, 
1939, Mr. Growdon was appointed Substi- 
tution Officer at the Air Ministry on the 
staff of the Director of Intelligence; and 
he formed the Dominion Air Liaison Sec- 
tion in September, 1940. He was ap- 
pointed Assistant Foreign Liaison Officer; 
and in December of the same year he 
assumed charge of the Foreign Air Liaison 
Branch, with the rank of Wing-Comman- 
der, which appointment he held until Feb- 
ruary, 1946, when he resigned to take up 
the appointment of Deputy Chief of 
Police, Southern Railway. In 1944 Mr. 
Growdon received the Order of the 
Polonia Restituta from the Polish Govern- 
ment; this Order is comparable to the 
Legion d’Honneur and is conferred for 
exceptional service to the Polish State. 


The Prime Minister in his recent state- 
ment on the constitution and functions of 
the inter-departmental planning _ staff 
announced the appointment of Sir Edwin 
Plowden as Chief Planning Officer, and 
that Sir Robert Sinclair had agreed to act 
as Industrial Consultant to Sir Edwin 
Plowden in the initial stages. 
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We regret to record the death on March 
23, at the age of 69, of Mr. Robert Mow- 
bray, C.IL.E., M.A., late Government Direc- 
tor of Indian Railway Companies. 





Mr. C. M. Squarey, Overseas Traffic 
Manager of Thos. Cook & Son Ltd., has 
left England by air for a three months’ 
tour of Australia and New Zealand. 

Lord Knollys, Chairman of the British 
Overseas Airways Corporation, has in- 
formed the Minister of Civil Aviation that 
he will be unable to continue in office 
beyond June 30 next, the expiry date of 
his term of four years. 





The late Sir Berkeley Sheffield, who was 
Chairman of the Audit Committee, 
London & North Eastern Railway Com- 
pany, and a Director of the Great Central 
Railway Company from 1909 to 1922, left 
(unsettled property) £594,680. 





The promotion of War Substantive Lt.- 
Colonel (temporary Brigadier) R. E. Bag- 
nall-Wild, from R.E., to be Colonel, May 
25, 1946, with seniority May 24, 1945, was 
gazetted recently. 





Milward 


Appointed Port Manager, Port Sudan, 
Sudan Railways 


Lt.-Commander C, 





Lt..Commander Charles Allarton Mil- 
ward, R.N.R. (retired), who has been ap- 


pointed Port Manager, Port Sudan, Sudan Southampton. He retired as Lt.-Com- 
Railways, was born at Malvern, and was’ mander, R.N.R., in 1933. In 1934 Com- 
educated at the Nautical College, Pang- mander Milward joined the Sudan Rail- 


bourne, where he took a Board of Trade 
extra master’s certificate. From 1919-23 
he served with Devitt & Moore ocean 
training ships and with the Union Castle 
Line; and from 1923-29 with the Royal 


ways service as Assistant to the Port Man- 
ager, Port Sudan, and in 1937 he was ap- 
pointed Harbourmaster, from which post 
he is now promoted to be Port Manager. 


Mail Line. In 1929 he was appointed INSTITUTION OF LOCOMOTIVE ENGINEERS 
Chief Officer of the Royal research ship The following elections and transfers 
William Scoresby in the Antarctic, and jn have taken place recently :— 

1932 was made Instructor in Navigation As Members: Messrs. Lawrence 
and Seamanship at University College, Golightly, Chief Draughtsman, Robert 





Back row (standing): Mr. V. L. Thompson (B.A. Rly.) ; 
r. G. T. Simpson (J. Rly.) ; Mr. P. Ramsay Brown (Bk. S. Rly.) ; 
Rao (N.W. Rly.) ; Khan Bahadur J. D. Bhote (M.S.M. Rly.) ; 
oy ag Finnigan (Me. S. Rly.) ; Mr. R. Hydari (H.E.H. the N.S. Rly.) ; 
(S.I. Rly.) 
Third row (standing): Mr. R. O. C. Thomson (N.W. Rly.) ; Mr. R. H. 
r. W. T. Biscoe (N.W. Rly.) ; Mr. A. P. Dhawan (Martin & Co. Fe 
Morse (N.W. Rly.) ; Mr. P. S. L. Choudhuri (S.I. Rly.) ; 
Rly.) ; Mr. A. I. Walker (O.T. Rly.) 
Second row (standing): Mr. H. F. Simpson (I.R.C.A.) ; 
S. Mehta (Me. S. Rly.) ; Mr. N.S. Sen (G.LP. Rly. ir 
Mr. R. S. Tripathi (Dh. S. Rly. ); Mr. K. R. Ghatge (Sc. S. Rly.) ; 
Mr. A. W. Bruce-Joy (B.L. Rly.) ; Mr. B. R. Gulati (D.R.L. Rly.) 
Front row (sitting): Mr. C. Gregory Jones (J. Rly.) ; 
.S. & Morvi Rlys.) ; Mr. R. de K. Maynard (M.S.M. Rly.) ; 
(H.E.H. the N.S. Rly.) ; Mr. J. F. C. Reynolds (President, I.R.C.A.) ; 
harlal D. Mehta (J. & D. Rly.) ; Mr. A. G. Hall (N.W. Rly.) ; 
Parry (Bk. S. Rly.) ; Mr. M. Venkatesh (M.S. Rly.) 


Kunwar Raghubir — (Jp. S. Rly.) ; 
Mr. P. A. F. Cory (M.S.M. 
Mr. Jetha Nand (LR.C.A.) , 


Duncan (B.N. Rly.) ; 
Mr. G. A. Slater (M.S.M. 
Mr. S. G. Pick (B.B.C.I. 


Mr. P. S. Clarke (Jp. S. Rly.) ; Mr. S. M. Basrur (G.B.S. Rly.) ; 
Mr. Sidney Smith (S.I. Rly.) ; 
Mr. H.N. Ray (B.P. Rly.) ; 
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Stephenson & Hawthorns Limited, Dar- 
lington; C. W. Hancock, A sistant 
Manager, North British Locomoti Co. 
Ltd.; J. B. Ennis, Senior Vice-P: ident, 
American Locomotive Company. 

From Associate Member to M:mber: 
Messrs. W. O. Skeat, Editor, Proczedings 
of the Institution of Mechanical En ineers; 
G. L. Nicholson, Outdoor Assistant to 
Superintendent of Operation, Southern 
Railway; G. M. Vibart, Overseas Repre- 


sentative, | Locomotive Manufacturers’ 
Association; Walter Whalley, Works Man- 
ager (C. & W.), Buenos Ayres Great 
Southern Railway, Remedios de Escalada: 
N. C. W. Bellerby, Acting Chief Mechani- 
cal Engineer, Paraguay Central Railway, 





Mr. D. R. Lamb has relinquished the 
position of Director of Transport, Ministry 
of Food, in which he has latterly been act- 
ing ina part- time and consultative capa- 
city; and is succeeded by the Deputy 
Director, Mr. G. H. Searle. After having 
served as Deputy Director since the out- 
break of war, Mr. Lamb was appointed 
Director in May, 1946, succeeding Mr. 
A. G. Marsden, C.B.E., now Transport 
Adviser of Lever Brothers Limited and 
Unilever Limited. Mr. Lamb now will 
devote all his attention to Modern Trans- 
port, of which he is Editor and a Director. 
A re-union dinner of past and _ present 
members of the Transport Division of the 
Ministry was held at the Waldorf Hotel 
on March 27, when opportunity was taken 
of extending good wishes to the retiring 
Director and of welcoming his — 
Mr. Lamb was in the chair. Mr. E. 
Mauger, formerly District Goods thes 
ger, Worcester, G.W.R., who is retiring 
from the position of Assistant Director 
after six years’ service, replied to a toast 
in his honour. 


’ Sie Sg. ER 


Mr. R. T. Collins (B.B.C.I. Rly.) ; Mr. O. N. Soper (B.B.C.I. «a's 


Mr. P. 
Mr. T. Bell (B.N. RI. ; ; 
Mr. C. A. White 


Mr. W. Oldfield (B.N. Rly.) ; 
Rly.) ; Mr. H. M. R. 
N. Compton (G.LP. 


Rly.) ; 


Rly.) ; Mr. J. 
Mr. 
Mr. F. E. Musgrave (B.A. Rly.) ; 
Mr. J. Shaw (D.H. Rly.) 3 


Lt.-Col. E. F. Johnston (Martin & Co.) ; Khan Bahadur N. R. Green 
Khan Bahadur G. Faruque (E.I. Rly.) ; 
Sir George Cuffe (B.B.C.1. Rly.) ; 
Mr. S. J. P. Cambridge (B.N. Rly.) ; 


Mr. J. N. Nanda 
Rai Saheb Gird- 
Mr. S. T. St. John 


INDIAN RAILWAY CONFERENCE ASSOCIATION 
Group taken at New Delhi during the autumn of 1946 
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Isle of Man Railway Company 


The annual general meeting of the Isle 
of Man Railway Company was held in 
Douglas on March 12, Mr. R. Q. Hamp- 
ton, Chairman of the company, presiding. 

The Secretary and Manager, Mr. A. M. 
Sheard, read the notice convening the 
meeting, and the auditors’ report. 

The Chairman, in moving the adoption 
of the report and accounts, said that the 
past season had been much better for the 
company than had been expected at the 
beginning of the year. Operations had re- 
sulted in a record revenue, although there 
had been a more than counterbalancing 
increase in expenditure. The company’s 
difficulties had been caused largely by 
shortage of materials, and delays arising 
in every branch of industry, coupled with 
greatly enhanced costs, which showed a 
continual inflationary trend. It had been a 
tremendous task, and he was convinced 
that the company’s work of rehabilitation 
had not been surpassed by any other busi- 
ness in the island. What they had accom- 
plished reflected immense credit on man- 
agement and staff. 

They were faced by an accumulation of 
deferred maintenance. Among the tasks 
accomplished already had been the relay- 
ing of over 1,400 yd. of line, the replace- 
ment of some 2,500 sleepers, renewals of 
points and crossings, and extensive recon- 
ditioning of buildings. In this connection 
their expenditure was £13,747, compared 
with £6,800 before the war. Locomotives 
had been equipped with new boilers and 
cylinders, and a special effort was made 
to recondition the passenger rolling stock 
in readiness for the summer season. Ex- 
penditure on locomotive repairs was 
£9,522 (including £5,800 for new boilers 
and other parts), compared with £1,300 be- 
fore the war. Repairs to carriages and 
wagons cost £5,686, compared with £1,600 
before the war. 

He wished to emphasise another re- 
markable record established by the com- 
pany, namely the carrying of 1,312,780 
passengers during 1946 without a single 
accident; this was the greatest number of 
passengers using their railway for 25 years. 
Looking back at the summer season, the 
Chairman said that he was proud of the 
work accomplished, and sometimes 
wondered whether their critics used their 
eyes when travelling, or if indeed they 
travelled on the company’s lines at all. 

Extensive wear and tear had been in- 
flicted upon their rolling stock and stations 
during the war years. Defacement and 
damage of all kinds were constant and de- 
liberate. Window straps disappeared as 
quickly as fitted, although they were re- 
placed at the rate of 400 a year. The 
effort of reconditioning explained in part 
the increase in expenditure in the balance 
sheet, but in this connection he had also 
to mention that the company’s wage bill 
for the year was greater by £10,240. Any 
further increase in costs inevitably must 
affect future fares. 

Although earnings showed an increase 
of £8,175, expenses rose by £10,812, mak- 
ing the balance £2,637 less than in 1945. 
Goods and parcels revenue was down by 
977, but rents were up by £978, in which 
were included the results from Glen 
Wyllin. The balance carried to net 
revenue account was £18,282, to which was 
added £4,881 (investment and general in- 
terest), and £772 (war damage insurance 
refund), making a total of £23,935. De- 
benture interest of £7,000 and rent charges 
of £198 gave a total of £7,198 to be de- 
ducted, leaving a balance of £16,737. or 
£2,522 less than in 1945. 

The Chairman said he had pointed out 


in the past that the company’s reserves 
were by no means adequate, and this was 
particularly true in view of the enormous 
advance in the price of materials and 
labour. The company, therefore, was 
appropriating £10,700 to the renewal 
funds. Out of the available balance of 
£6,037, they proposed dividends of 5 per 
cent. on the preference shares and 2} per 
cent. on the ordinary shares, which would 
leave £37 to be added to the amount 
carried forward. 

Referring to an inquiry into transport 
in the island, which was being conducted 
by a committee appointed from the Tyn- 
wald Court, the Chairman said that he 
had specifically given the foregoing 
résumé of the company’s activities as a 


Midland Counties Electric 


The ordinary general meeting of the 
Midland Counties Electric Supply Co. Ltd. 
was held at Winchester House, Old Broad 
Street, London, E.C., on March 28, Mr. 
William Shearer (Chairman of the com- 
pany) presiding. 

The Secretary, Mr. H. S. Beatty, read 
the notice convening the meeting and the 
report of the auditors. 

The Chairman. in moving the adoption 
of the report and accounts, said the Gov- 
ernment claimed to have a mandate to 
nationalise this, that and the other in- 
dustry, but these political instructions, at 
the best, were given by only 37 per cent. 
of the electorate. The Electricity Bill pro- 
poses to take over the assets of this great 
industry at a figure which, he believed, 
was less than half their value, and to 
create hardship among hundreds of thou- 
sands of loyal subjects of the Crown of all 
classes by taking away more than one- 
third of their annual income. 

It seemed that the members of the 
Central Electricity Authority and the 14 
area boards were all to be nominees of the 
Minister, but it might not have been 
appreciated by the general public that the 
qualifications for these appointments, 
which were enumerated, did not, in the 
Bill as presented, purport to include a 
knowledge of electricity supply. That, to 
his mind, was a somewhat curious omis- 
sion. 

The separation of generation from dis- 
tribution, which was provided for under 
the Bill, was a proposal condemned in 
most competent technical circles. The 1926 
Act which created the Central Electricity 
Board placed generation under that 
board’s direction, but the ownership of 
the generating stations remained with the 
statutory undertakings. This arrange- 
ment undoubtedly provided an incentive 
for selected station owners to operate their 
generating stations with the greatest pos- 
sible efficiency. 

The Chairman referred to the vast area 
which apparently was to be controlled by 
each area board. Progressive development 
could only be maintained by intimate 
knowledge of local conditions, and if 
control was to be exercised by regulations 
from distant headquarters it was almost 
certain that the consumers’ interests would 
be sacrificed. 

The consultative councils which it was 
proposed to set up in each area were to 
consist of members (20 to 30 in each 
area) all appointed by the Minister, half 
the number in each area being selected by 
him from a panel nominated from among 
members of local authorities in the area. 
He was very doubtful whether they would 
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preliminary to criticisms. There had been 
already severe criticism of the company, 
obviously uninformed and irresponsible. 
Their policy was to maintain an efficient, 
economical and safe transport system over 
the island, but it must be stated that the 
summer traffic was the only profit-making 
traffic they had, and on it depended their 
livelihood and the prosperity of all. As 
regards the conveyance of mails, goods 
and parcels, two long periods of war had 
proved that the Isle of Man Railway had 
a unique and irreplacable value from a 
national standpoint. Some parts of the 
island owed their very existence to its ser- 
vices. 

The reports and accounts were adopted, 
and the meeting closed with a vote of 
thanks to the Chairman for his conduction 
of the proceedings. 


Supply Co. Ltd. 


afford any protection to the industrial and 
domestic consumer against a monopoly 
which would tend to become more and 
more rigid owing to the inherent inflexi- 
bility of State control. 

Under the Electricity Bill the compen- 
sation proposed bears no _ relationship 
whatever to the actual value of the assets 
to be acquired, nor to their potential value 
as revenue earners. This contemplated 
thieves’ bargain might enable the Govern- 
ment to lull consumers and taxpayers into 
a feeling of false security for a time, but 
assuredly the day of reckoning must come. 

The hurried and ill-considered nature of 
the proposed legislation now before Par- 
liament was further illustrated when they 
considered the position of their three sub- 
sidiary passenger transport companies. 
Under the Transport Bill, these under- 
takings might fall to be expropriated or 
dealt with in some other way as the 
Minister of Transport might direct. That, 
in itself, was objectionable enough, but 
under the terms of the Electricity Bill 
which had since been introduced, their 
company’s entire assets would be taken 
over and, by a _ somewhat _ strange 
anomaly, the Minister of Fuel & Power 
thus became the owner of their three pas- 
senger traction companies. 

The net profit of the company, together 
with the balance brought forward from 
last year, amounted to £646,024, and after 
setting against this amount the charge for 
income tax of £282,699, the transfer of 
£77,500 to reserve account, the payments 
of dividends on the preference stock 
amounting to £89,375, and payment of an 
interim dividend of 4 per cent. on the 
ordinary stock, amounting to £66,000, there 
remained a balance of £130,450. The 
directors recommended a dividend of 4 per 
cent. on the ordinary stock, making 8 per 
cent. for the year; together with a bonus 
of 24 ver cent., leaving £23,200 carried 
forward. 

The net revenue of the group, with 
undistributed revenue brought forward, 
totalled £943,847, and after deduct- 
ing £114,988 for income tax on the 
profits of the year, the amount available 
for dividends and appropriation to free 
reserves was £828,859, an increase of 
£272,224 over the figure for 1945. It would 
be noted that the transfer to general re- 
serve showed an increase of £259,362. The 
Electricity Bill proposed to limit dividends 
to the rates declared for the year 1945. It 
was therefore inevitable that the additional 
amount available in the net revenue 
account should be retained in the reserves 
of the group. The report and accounts 
were adopted unanimously. 
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Questions in Parliament 


Production of Locomotives 

Mr. A. T. Lennox-Boyd (Mid-Bedford 
—C.) on February 25 asked the Minister 
of Supply how many railway locomotives 
had been produced in 1946. 

Mr. John Wilmot (Minister of Supply) 
stated in a written answer: The number 
of steam railway locomotives produced in 
1946 was 791. 


“ Cornish Riviera Express ” 

Mr. N. A. Beechman (St. Ives—Lib. 
Nat.) on March 20 asked the Minister of 
Transport how much fuel would be saved 
as a result of the stopping, at the Govern- 
ment’s reque:t, of the “Cornish Riviera 
Express,” which, until Monday, March 17, 
had run continuously from 1902. 

Mr. Alfred Barnes (Minister of Trans- 
port) in a written answer stated: About 
110 tons of coal a week. 


Fuel Saving on the Railways 

Mr. N. A. Beecham (St. Ives—Lib. Nat.) 
on March 20 asked the Minister of Trans- 
port how much fuel it was estimated 
would be saved by cutting down transport 
by 10 per cent. from June 1. 

Mr. Alfred Barnes stated in a written 
answer: About 10,000 tons of coal a week 
from June 16, when the summer timetables 
will operate. 


Railway Staff Resignations 

Mr. J. A. Sparks (Acton—Lab.) on Feb- 
ruary 17 asked the Minister of Transport 
if he was aware that many permanently- 
appointed members of railway staffs in the 
London area. were resigning their railway 
employment; and what steps he was taking 
to meet the shortage of railway staffs. 

Mr. Alfred Barnes: Since the withdrawal 
of the Essential Works Order about 4,000 
permanently-appointed railway staff in the 
London area have resigned their railway 
employment. All practicable steps are 
taken to recruit labour locally and to find 
accommodation in London for staff trans- 
ferred from the provinces. 


New Goods Wagons 

Captain Charles Smith (Colchester— 
Lab.) on March 3 asked the Minister of 
Transport how many new goods wagons 
had been made available to British rail- 
ways during 1946; how many had been 
manufactured in Royal Ordnance fac- 
tories; how many had been provided dur- 
ing January, 1947; and whether he would 
state figures which afforded a comparison 
with the annual pre-war provision of new 
goods wagons. 

Mr. Alfred Barnes stated in a written 
answer: The number of new goods wagons 
built for running on the British railways 
during 1946 was 27,999; of this number, 
1,408 were manufactured in Royal 
Ordnance factories. During January, 
1947, a total of 2,954 wagons was built. 
Annual pre-war production was about 
29,000. 


Facilities for a Special Party 

Mr. S. S. Awbery (Bristol Central— 
Lab.) on March 3 asked the Minister of 
Transport if he was aware that a special 
party of about 20 persons had travelled 
from Paddington to Birkenhead to launch 
the ss. St. David, and that three sleeping 
cars, two saloon coaches, a generating van, 
and special water tank had been used; 
that a special shunting engine had been 
reserved for the movement of those 
coaches; that a relief train had been stand- 
ing by; that a special engine had been 
used to provide steam heat through the 
night; that orders had been given that 
special attention should be given to the 
cleaning, lighting, gassing, watering, and 
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steam heating of those carriages; and if 
he would take steps in the future to pre- 
vent a repetition of that waste of man- 
power. 

Mr. Alfred Barnes stated in a written 
answer: I am informed that the party in 
question travelled by coaches attached to 
ordinary trains and involved no special 
mileage. In present conditions, even such 
an occasion as the launch of a ship does 
not justify the provision of special facili- 
ties, and I have so informed the railway 
companies, 


Numbers of Railway Staffs 

Captain S. T. Swingler (Stafford—Lab.) 
on February 24 asked the Minister of 
Transport if he would state the total num- 
ber of men employed by the railway com- 
panies on December 31 in the years 1926, 
1936, and 1946. 

Mr. Alfred Barnes stated in a written 
answer: The numbers of staff employed 
by the four main-line railway companies 
in March, 1926, 1936, and 1946. are shown 
in the following table (figures for Decem- 
ber of those years are not available):— 

Male Female 


Year Adult Juvenile Adult Juvenile Total 
1926 597,571 39,351 20,567 1,417 658,906 
1936 503,359 33,666 20,702 1,629 559,356 
1946 524,565 32,109 64,041 4,877 625,592 


Oil-Burning Locomotives 

Mr. Edward Davies (Burslem—Lab.) on 
March 3 asked the Minister of Transport 
what progress had been made in the in- 
troduction of oil-burning locomotives on 
the British railways; and how many were 
in use on each of the four main-line rail- 
ways. 

Mr. Peter Freeman (Newport—Lab.) also 
asked the Minister of Transport how many 
engines on each of the main railway lines 
had been re-fitted with diesel-oil equip- 
ment since the termination of the war. 

Mr. Alfred Barnes in a written answer 
stated: Twenty locomotives have so far 
been equipped for oil burning, sixteen on 
the G.W.R., one each on the L.N.E.R. 
and L.M.S.R., and two on the Southern 
Railway. 

Clearance of Snow from Railways 

Flight-Lieutenant Anthony Greenwood 
(Heywood & Radcliffe—Lab.) on February 
24 asked the Minister of Supply if he 
would make a statement as to the use of 
jet engines to clear snow from railways. 

Mr. John Wilmot, in his reply, said: 
The suggestion that snow drifts on railway 
tracks might be cleared by mounting two 
gas turbines on a railway truck and bring- 
ing their jets to play on the drifts was put 
forward by our National Gas Turbine 
Establishment. Trials have been carried 
out in collaboration with the railway com- 
panies with promising results. Seventy-five 
yards of track covered by snow varying in 
depth from 4 ft, 6 in. to 18 in. was cleared 
in five minutes. We are considering 
urgently with the railway companies 
whether this method should be brought 
into operation on a large scale. The 
apparatus so far used was hastily impro- 
vised for the present emergency. For the 
future, arrangements are being made to 
adapt railway wagons for this purpose 
and to incorporate means for varying the 
direction of the jet. 

Captain Francis Noel-Baker (Brentford 
& Chiswick—Lab.) on February 24 asked 
the Minister of Transport how many snow 
ploughs the British railways now possessed; 
and whether he was satisfied that that 
number was adequate. 

Mr. Alfred Barnes: The number of 
snow plough equipments available for 
British railways is 427, which has hitherto 
met requirements. 

Captain Noel-Baker: Is the Minister now 
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considering increasing this number in case 
we have this present kind of weather next 
year? 

Mr. Barnes: I have stated what, at the 
moment, are available, but I hope we shall 
never get any more weather like this. 


New Locomotives for British Railways 

Captain Charles Smith (Colchester— 
Lab.) on February 28 asked the Minister 
of Transport how many new locomotives 
had been made available to British rail- 
ways during the year 1946; and whether he 
would give figures affording a comparison 
with the annual pre-war provision of new 
locomotives. 

Mr. Alfred Barnes, in a written answer, 
stated: The number of new locomotives 
made available to British railways during 
1946 was 270 from companies’ shops and 
73 from private builders. The annual 
averages for the four years 1935-38 were 
328 and 160, respectively. 


Coal Wagons in Germany 

Major E. A. Bramhall (Bexley—Lab.) on 
February 26 asked the Chancellor of the 
Duchy of Lancaster how many coal 
wagons had been available for.use on the 
German railways in the British zone on a 
convenient date in each of the last three 
months. 

Mr. J. B. Hynd (Chancellor of the 
Duchy of Lancaster) in a written answer 
stated: The total number of wagons ayail- 
able for coal traffic was 7,700 on Novem- 
ber 19; 6,100 on December 19, and 7,200 
on January 22. 


Cval Lost in Transit in Germany 

Major E. A. Bramhall (Bexley—Lab.) 
on February 26 asked the Chancellor of 
the Duchy of Lancaster how many tons 
of coal had been lost in transit on the 
railways in the British zone of Germany 
in the last month for which figures were 
available; and what proportion of the total 
quantity of coal transported that repre- 
sented. 

Mr. J. B. Hynd stated in a written 
answer: The loss in January was 17,370 
tons, representing about 0-44 per cent. 
of the total quantity transported. 


Railways’ Manpower Problem 

Captain S. T. Swingler. (Stafford—Lab.) 
on February 17 asked the Minister of 
Transport how far it was estimated that 
the present difficulties in the movement of 
freight on the railways were aggravated 
by shortage of manpower; and what steps 
he was taking to solve that problem. 

Mr. Alfred Barnes: There is a shortage 
of experienced railway operating staff 
which aggravates working difficulties, par- 
ticularly in the London and Birmingham 
areas, where there is acute shortage of 
lodging accommodation. As accommoda- 
tion is made available, steps are taken to 
transfer staff to these two areas from other 
areas where the shortage is less acute. 

Mr. I. Mikardo (Reading—Lab.): Does 
the Minister recall that, during the man- 
power shortage after the 1914-18 war, loco- 
motive-shed labourers were encouraged to 
take up work as firemen, and can he say 
why that practice is not repeated at the 
present time? 

Mr. Barnes: I could not answer that 
question at the moment; it is a matter into 
which we will look. 





New DOCcKSIDE BUILDING AT SOUTHAMP- 
TON.—The Southern Railway has placed 
a contract with West’s Piling & Construc- 
tion Co. Ltd., of Harmondsworth, Middle- 
sex, for the foundation work in connection 
with its new Ocean Terminal at South- 
ampton Docks, at which the Queen Eliza- 
beth and Queen Mary will berth. 
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The Transport Bill in Standing Committee 


Control of ports and harbours: 


When the Standing Committee of the 
House of Commons dealing with the 
Transport Bill continued its deliberations 
on March 25, Mr. Alfred Barnes (Minister 
of Transport) announced modifications of 
the clauses affecting the control of ports 
and harbours. 

Mr. Barnes said that the net effect of 
Clauses 2, 24, 70, and 71 was that the 
Transport Commission would be taking 
over railway docks and harbours, and in 
these ports the Commission would be em- 
powered to provide facilities and ancillary 
services. He pointed out, however, that 
the Parliamentary Secretary had agreed 
to give an undertaking that no monopoly 
would be established with regard to ancil- 
lary services. 

Discussions had taken place between the 
Ministry of Transport, Dock & Harbour 
Authorities, and the General Council of 
British Shipping, and the amendments he 
was now putting forward had emerged as 
a result of consultations. He thought the 
modifications made a practical contribu- 
tion towards meeting the Opposition. 

They had now reached the stage that, 
with the exception of licensing docks 
which used port labour and other facili- 
ties, and with the exception of oil and 
coal docks, private docks generally would 
be exempted from control. These excep- 
tions would have to be given further con- 
sideration. 

After January 1, when docks would be 
transferred to the Commission, railway 
companies would exercise all their present 
rights and powers, but would not use the 
executive power to extend their facilities 
until a scheme had been prepared and 
considered in relation to the whole. 

Colonel J. R. H. Hutchison (Glasgow 
Central—C.) asked if this meant that pri- 
vate docks governed by Statute would be 
exempted from transfer, and Mr. Barnes 
agreed, but said that such exemptions 
were not yet finally determined. 


SOUTH WALES Ports 

An amendment to Clause 70, moved by 
Mr. Percy Morris (Swansea West—Lab.) 
urged that the South Wales ports should 
receive in peacetime that recognition which 
they were so readily given during the war. 

Mr. Barnes said that the object of the 
amendment was to group the South Wales 
ports together under one scheme, but in 
resisting this proposal, he was satisfied 
that he was acting in the interests of the 
ports under discussion. 

Mr. Barnes also resisted an amendment 
by Colonel J. R. H. Hutchison (Glasgow, 
Central—C.) which sought to vary a sub- 
section of the clause proposing that the 
Commission should keep the trade har- 
bours under continuous review with a view 
to determining whether the powers con- 
ferred on them should be exercised with 
respect to any trade harbour or group of 
trade harbours. 

Mr. Barnes said that his own amend- 
ment provided for securing the efficient 
and economical development of trade har- 
bours by consultations between the Com- 
Mision and persons previously carrying 
on harbour undertakings, or such bodies 
or persons as the Commission considered 
Properly representative of shipping and 
traders actually using the harbours. 

During the discussion on Clause 70, 
Mr. Ralph Assheton (City of London—C.) 
said that although the Minister fully ap- 
preciated the advantage of local control, 
he still left the Transport Commission 


Principle of rates and charges 


power to bring all ports and harbours 
under State control. The Opposition was 
thankful to Mr. Barnes for the conces- 
sions he had made, although they would 
have liked them to have gone a great deal 
further. 

Mr. Ralph Assheton asked what was 
the position of the Manchester Ship Canal 
and the Weaver Navigation Board. 

Mr. Barnes replied that the Manchester 
Ship Canal came under the clause, but 
that the Weaver Navigation Board did not, 
because vessels up to 10,000 tons used the 
Manchester Ship Canal, which was in- 
cluded under the clause also because of 
its physical services, whereas the Weaver 
Navigation Board handled small craft. 

Colonel A. Gomme-Duncan (Perth & 
Kinross—C.) reminded the Minister that 
the Opposition were against unfair com- 
petition by a State organisation. 

To this, Mr. Barnes replied: “ The Com- 
mission is charged with making this busi- 
ness pay.” 


TRANSPORT TRIBUNAL 


On March 26, Mr. Alfred Barnes ex- 
plained that a new Transport Tribunal 
would replace the old Railway Rates Tri- 
bunal, in addition to taking over certain 
functions of the Canal Commission. He 
added that the Railway Rates Tribunal 
would not be completely dissolved, be- 
cause it had other extraneous functions 
apart from Transport problems. Jurisdic- 
tion of the Appeals Tribunal would pass 
to the Transport Tribunal and he hoped it 
would be observed that a general simpli- 
fication was taking place. 

Under the Railway Rates Tribunal, there 
was one general panel consisting of 36 
persons, and of these, 22 were appointed 
by the Board of Trade. Under the Trans- 
port Tribunal, as it would be under the 
Bill, this was not in any way interfered 
with, and the general panel would remain 
to be called on if necessary. In addi- 
tion to the general panel, there was a 
transport panel used by the railway panel, 
to which the Minister of Transport ap- 
points 12 members. The object of the 
amendments he wished to insert in the 
clauses dealing with the new Tribunal was 
to widen this panel until it covered all 
modes of transport. 

Mr. Barnes also indicated that he wel- 
comed a suggestion made by Sir David 
Maxwell Fyfe (West Derby, Liverpool— 
C.) that some form of efficiency audit 
would continue when the Transport Tri- 
bunal was set up. 

Sir David said that in the old days such 
a review of the working of the railways 
accomplished good work. He also asked 
for information regarding the effect of 
splitting up the functions of the Railways 
and Canals Commission which would 
affect the traders of the country and 
efficient functioning of the whole system. 

Mr. Ralph Assheton said that the Rail- 
way Rates Tribunal was able to report each 
year that there was no lack of efficiency 
or economy in the management of the rail- 
ways. He hoped that if this Bill went 
through, a strict investigation would con- 
tinue to be made by the Tribunal, for his 
greatest fear was not of inefficiency on the 
technical side, but rather of the financial 
arrangements. 

The amendments were agreed to. 

Sir David Maxwell Fyfe moved an 
amendment to ensure that the principle of 
exceptional rates and agreed charges 
should not be omitted from the powers 
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conferred on the Transport Commission 
“to make schemes in respect of rates and 
charges.” These exceptional rates, he 
said, affected the trader most closely, but 
there was apparently no policy. 

Lt.Commander Gurney Braithwaite 
declared that he could not believe that the 
Chancellor of the Exchequer would take 
no interest in the rates and charges struc- 
ture. Railway deficits had either to be 
met by taxation or by increased rates to 
the travelling public, and if they were met 
by the traveliing public, it would have its 
impact on the cost of living. He pointed 
out that the nationalised railways in France 
were estimating a deficiency of 16 to 18 
million francs this year. 

Mr. E. Davies (Enfield—Lab.) agreed 
with the need for re-fixing charges as 
quickly as possible, but maintained that 
the matter should not be rushed, and 
pointed out that the review of charges 
which began in 1921 took five years. 

Mr. G. R. Strauss (Parliamentary Sec- 
retary to the Ministry of Transport) said 
that the point at issue was whether changes 
in charges should take place almost im- 
mediately and be incorporated in the Bill 
or be subjected to careful consideration by 
the Commission before put into effect. 

Sir David Maxwell Fyfe interjected that 
the logical thing to have done was to have 
had an inquiry before introducing the Bill 
at all. The view expressed by Mr. Strauss, 
that there was no need for an inquiry into 
road charges, implied that the Govern- 
ment was ready to go on with its plans, 
and that it already had an idea as to the 
basis of the charges to be made. 

Mr. Strauss said that the Minister was 
considering the establishment of charges 
based on an entirely new principle. For 
the first time, the country would have a 
central planning body charged with the 
duty of establishing a system to benefit 
the whole trading community. 

Mr. Barnes promised to give considera- 
tion to the points raised in the discussion 
and on this undertaking Sir David with- 
drew his amendment. 

The clauses were agreed to. 

Rights of shipping interests and of 
canal and passenger road transport opera- 
tors to have their case put before the new 
Transport Tribunal were discussed on 
March 27, and a series of amendments, 
designed that inland waterway carriers also 
should have the right to appear before the 
Tribunal, was moved by Lt.-Commander 
Gurney Braithwaite. 

The amendments covering passenger 
road transport and the inland waterways 
were resisted by Mr. G. R. Strauss, who 
said that the proposals in the Bill were 
that anybody representing a group or asso- 
ciation of transport users had the right 
to go to the Commission, who would be 
charged with the duty of seeing that there 
was an efficient and adequate transport 
system throughout the country. The Com- 
mission would also have to see that its 
charges did not make it impossible for any 
other transport system to function econo- 
mically and efficiently. 


TRANSITIONAL PROVISIONS 
Clause 86 (Transitional Provisions) gives 
the Minister power during the transitional 
period to make additional charges in 
respect of railway services if he thinks it 
expedient, to ensure sufficient revenue to 
the Commission or company concerned. 
Mr. Ralph Assheton introduced an 
amendment to add a section providing for 
a public inquiry to be held before such 
additional charges were made. 
Mr. Strauss replied that the Govern- 
ment knew it was desirable to have a 
(Continued on page 344) 
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Indian Railway Conference Association 


The addresses of the President and Member for Transport 


On November 25, 1946, the 50th session 
of the Indian Railway Conference Asso- 
ciation opened at New Delhi under the 
presidency of Mr. J. F. C. Reynolds, 
C.LE., M.C., General Manager of the 
South Indian Railway. 

The presidential address began by wel- 
coming, on behalf of the Association, the 
guests, including the (then) Member for 
Transport, Mr. Asaf Ali; this was the first 
occasion that the Honourable Member was 
present as a member of the Cabinet. Other 
distinguished guests were the new Chief 
Commissioner of Railways, Colonel R. B. 
Emerson (formerly General Manager, 
Great Indian Peninsula Railway), two 
members of the Railway Board, Khan 


Bahadur, Z. H. Khan and Mr. G. A. 
Rowlerson. 
Mr. Reynolds then expressed _ the 


“‘ marked sense of loss” in that Sir Edward 
Benthall, Member for War Transport, Sir 
Arthur Griffin, former Chief Commis- 
sioner, and Colonel Wagstaff and Mr. 
S. E. L. West, late Members of the Railway 
Board, were no longer with them. He also 
referred to the death (in service) of Mr. 
V. N. Rowsell, General Manager, Jaipur 
State Railway, and the death of Sir Henry 
Freeland, Past-President of the Association. 

The President went on to congratulate 
Sir Arthur Griffin and Sir Eric Conran 
Smith on the honour of K.C.LE.; Sir 
George Cuffe and Sir William Fitzgerald, 
Knighthoods; Mr. A. C. Turner and Mr. 
J. R. Harrison, C.S.I.; Colonel R. B. Emer- 
son, Mr. I. S. Puri, and Mr. R. de K. 
Maynard, C.I.E.; and other recipients of 
honours. 


RAILWAYS DuRING THE PAST YEAR 

Speaking of the past year, which he 
characterised as a more difficult period 
than any of the war years, the President 
pointed out that not only had the railways 
had to take in hand the first stages of post- 
war reconstruction and all that it implied, 
but also had had to do this under diffi- 
culties more trying than those previously 
experienced. While traffic had remained 
abnormally heavy, scarcely a week had 
passed without railway work being dis- 
rupted by riots and the generally unsettled 
conditions. Further considerable burdens 
had resulted from strikes and threats of 
strikes, not to mention the threatened all- 
India strike, influences to which railways 
were most sensitive. Consequently, the 
standard of performance, particularly in 
the matter of wagon supply, had been 
much below that expected in more normal 
times. 

The address then turned to the subject 
of rates, and in particular to an increase in 
charges to meet an estimated deficit of 
Rs. 10-4 crores in the current year, and 
deficits in subsequent years working up to 
a figure of Rs. 30-4 crores in 1949-50, the 
cumulative deficit being estimated to be 
about Rs. 80 crores (£60 million) in the 
four-year period 1946-47 to 1949-50; 1949- 
50 is taken as likely to be the first of the 
normal post-war years. By then, Mr. 
Reynolds expects gross working expenses 
to approximate to Rs. 185 crores and earn- 
ings to total only Rs. 154-6 crores, Detailed 
figures are given for this supposition, but 
the speaker admitted that all “these 
figures are at the best merely an estimate.” 
Chapter and verse is also given to show 
how and why the various increases are 
assumed. 

Incidentally, in the course of assess- 
ing probable working expenses, the fact 


emerges that by the end of_ 1945. the 
cost of locomotive coal had already risen 
by 250 per cent. above the pre-war price. 

The gap of Rs. 30:4 crores in 1949-50, 
the address suggests, can be closed by in- 
creasing coaching rates. This would entail 
an increase of 1:8 pies (or 4d.) in third 
class fares and 5:7 pies (roughly 4d.) in 
future first class (present-day second class)* 
fares, the proposal being to step up these 
increases gradually. Parcel rates, it is sug- 
gested, should also be reviewed. The 
President does not suggest any increase 
in goods rates; in fact, he expects the aver- 
age rate to drop 0:27 pies as goods traffic 
declines, but terminal charges may be 
increased. 


SPEECH OF MEMBER FOR TRANSPORT 


Mr. Asaf Ali, addressing the conference, 
said he was not yet convinced that goods 
traffic should not bear some of the in- 
creased charges that were necessary. He 
went on, however, to stress the need for 
shaping the rates policy so as to provide 
the maximum assistance to the stimulation 
of internal trade and indigenous industries. 
and to secure an equitable distribution of 
essential commodities throughout the 
country. 

The problems faced by Indian ,rail- 
ways were, he said, many and varied, 
due to the immensity of the organisation 
covering the entire continent inhabited by 
one-fifth of the human race. All the major 
railways now had been acquired by the 
State and “ have been fully redeemed from 
the stranglehold of foreign capital, and 
there is not a pie of foreign capital in- 
vested in them which can in any way in- 
fluence the decisions and policies of 
Government.” 

After referring to the Central Scientific 
Research Institute of Railways, decided on 
by the Railway Board a year ago but not 
yet developed, the Honourable Member 
envisaged trains and stations fitted with 
radio enabling controlling and running 
staffs to communicate while trains were 
on the move, as was the case with aero- 
planes and airfields; also radar for similar 
purposes. Everything from a nail to a 
locomotive should be manufactured in 
India. He invited railway engineers to 
come forward and submit concrete propo- 
sals for new designs and details. 

Turning to another subject, the speaker 
emphasised that, although respect for 
labour was essential and relations between 
officers and the rank and file must be cor- 
dial, sympathetic, and helpful, the nation 
expected strict discipline from the hundreds 
of thousands of railway employees. Those 
who believed in fomenting unrest for party 
purposes would “receive no quarter.” He 
also uttered a warning that strikes and 
“go slow” movements were ruinous, caus- 
ing dislocation of trade and industry and 
a deterioration of national wealth. 

Mr. Asaf Ali also repeated the policy of 
the Government concerning the future 
employment of non-Indians, which was to 
restrict engagements to specialists and 
technical experts on short-term contracts, 
when Indians with the same qualifications 
were not available. That policy, however, 
did not affect those in the service today, 
except that those now serving under the 
Secretary of State might “be offered the 
alternative either to retire on certain terms 
or to re-enter the Indian Government’s 


* In future there will be (1) air-conditioned (equiva- 
lent to existing first-class) on important trains only, 
(2) first (present second) class, (3) intermediate class, 
and (4) third class 
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service on equitable terms and security of 
tenure.” He assured non-Indian servants 
of the State that, if they continued jpn 
service, they would “ receive as fair a treat- 
ment in every respect as may be accorded 
to any Indian national.” He bid them 
remember, however, that “the vagaries of 
preferential treatment, which once 
characterised the supersession of Indians, 
must no longer be expected to be 
tolerated. Non-Indian nationals must 
not spoil their case by looking for mysterj- 
ous assistance from abroad. “ The State 
shall treat all its employees, Indian or 
non-Indian, without any racial or com- 
munal bias or discrimination, and will 
judge their work and worth by the ser- 
vice they will render to the people of the 
country. who in the final analysis are the 
masters of all public servants from the 
highest to the lowest.” 


The Transport Bill in Standing 
Committee 
(Concluded from page 343) 

public inquiry before increased charges 
were brought in, but at the moment. and, 
possibly, for the next year or so, they 
were going through a period when traffic 
and finances might fluctuate. He could 
give an undertaking that, wherever pos- 
sible, the Minister would submit any pro- 
posal for increased charges to the Charges 
Consultative Committee. 

The amendment was defeated. 

Members of the Opposition said that 
they were unable to follow the meaning of 
Clause 89 which deals with the overriding 
provisions of the exercise by the Commis- 
sion at Transport tribunals of its powers 
as to charges. 

Mr. Strauss explained that it was not an 
obligation on the Commission to show 4 
profit every year, though he thought the 
Committee would agree that the transport 
services of the country should be run at 
a profit. 

Lieut.-Commander Gurney Braithwaite 
asked the Parliamentary Secretary to ob- 
tain advice from one of the law officers 
of the crown so that the Committee could 
appreciate the meaning of the clause. 

The Government accepted an amend- 
ment to clause 91 proposed by Mr. Ralph 
Assheton which dealt with the Railway 
Freights Rebates Fund, as affected by the 
scheme to be prepared regarding the Rail- 
way Clearing House. ; 

The amendment provides that the prin- 
cipal and interest on any amount of rebate 
stock outstanding immediately before the 
operation of the new regulations should 
be paid out of the revenue of the Trans- 
port Commission. 

The Committee next discussed the finan- 
cial provisions of the Bill. and Mr. Strauss 
gave an assurance that there was no inten- 
tion to impose any restriction on the dis- 
posal of British Transport Stock. 

When Clause 93 was reached, Mr. 
Assheton suggested that British Transport 
Stock payable as compensation should be 
issued in the form of terminable annuities. 
He proposed an amendment that a holder, 
if he so elected, should receive the stock 
in such a form as would secure an income 
equivalent or more nearly equivalent to 
that obtained from securities prior to the 
passing of the Act. 

Mr. Glenvil Hall (Financial Secretary to 
the Treasury) said that the Government 
was unable to accept that suggestion be- 
cause it would “clog” the machinery too 
much. The alternative was for stock- 
holders to realise their stocks and to re 
invest elsewhere. Lal 

The clause was agreed to ona division. 
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THE RAILWAY GAZETTE 


Headquarters Re-Union, No. 2 Railway Training 
Centre, R.E. 


Meeting at L.M.S.R. School of Transport, Derby, 
which was used as a headquarters mess during the war 


Forty-four members of Headquarters, 
No. 2. Railway Training Centre, ’ 
assembled at the L.M.S.R. School of 
Transport, Derby, on December 7. It 
is not often that members of a unit 
which was disbanded in 1941 can meet 
again at their old Headquarters in condi- 
tions resembling closely those under which 
they worked, ate, and slept during the war. 
Thanks to the Executive of the L.M.S.R., 
this was made possible. The warm co- 
operation of that railway company with 
the War Department caused it to hand over 


oe ae 


Tablet commemorating use of the school as an R.E. Mess 


its School of Transport as a going concern 
in 1939, together with much else, and thus 
facilitated the formation of No. 2 Rail- 
way Training Centre. The School of 
Transport is a going concern again, and 
so the same conditions were reproduced 
on December 7, without blackout and 
strain, and with gaiety. 

General Sir Guy Williams, K.C.B., 
C.M.G., D.S.O., Chief Royal Engineer, was 
the guest of the evening, and unveiled a 
tablet commemorating the use of the build- 
ing as the Headquarters and Headquarters 
Mess of No. 2 Railway Training Centre. 
He said how much he appreciated being 
asked to associate himself with the Trans- 
portation Service of the Royal Engineers. 
He had known Longmoor in the old days, 
and had watched its development from a 
mounted infantry camp of mud and loose 
horses, to the Headquarters of the Trans- 
portation Service which, in 1939, consisted 
of 500 regulars and 3,500 Supplementary 
Reservists with whom we started the war. 

By VE-Day, there were 146,000 Trans- 
portation troops in the Army, of whom 
one-third were railway troops. Of the 4,300 
officers, only 34 were Regulars. Sir Guy 
doubted whether any other Service could 
claim expansion on so huge a scale. Twice 
in his life he had seen this country raise 
great armies in times of crisis; and twice 
our lack of insurance in peacetime had 
cost us immense loss in life, in material, in 
money, and initially in territory. The lives 
we could never recover; the rest were re- 
gained only after long and expensive wars, 
wars which might have been prevented had 
our defence measures in peace been suffi- 
cient to act as a deterrent to aggressors. 

He marvelled at the adaptability and the 
ability of the civilian of this country, and 
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especially of the civilian engineer to turn 
himself and his business into an efficient 
fighting machine. Sir Guy said that all 
specialists were dangerous fellows; being 
one himself, he could speak with authority. 
Each specialist in turn had proved to him 
to his own complete satisfaction that his 
branch alone had won the war, and would 
have won it sooner had his Commander 
only listened to him. Woe betide the Com- 
mander who got into his specialists’ hands. 
He needed them and could not do without 
them, but a Senior Commander must 
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know enough to use all his specialists as a 
team, while the latter required to be good 
soldiers as well as good technicians. 

It was obvious in 1939 that Longmoor 
could not expand sufficiently, and someone 
had a real brain wave in choosing Derby 
to become No. 2 Railway Training Centre 
in September, 1939. Not only did it train 
British personnel, but at Weston it turned 
out Canadian and American Army railway- 
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men as well. The part played by our rail- 
way troops in enabling our major offen- 
sive operations not only to start, but to be 
exploited to the full, had been acknow- 
ledged by all our commanders. 

A preliminary to any major offensive in 
modern war in a civilised country was the 
necessity of depriving the enemy of his 
mobility, and this could be done only by 
destroying everything which the invading 
forces shortly would require to use them- 
selves—all roads, bridges, railway track, 
engines, and rolling stock. No-one had 
thought of a less expensive way. All of 
the railwaymen listening to him must 
have studied the effects of our allied bomb- 
ing on the Continent prior to invasion day 
with mixed feelings. Nevertheless, they 
took over the shambles, and with 9,000 
railway troops they succeeded by VE-Day 
in having re-opened a main line some 650 
miles in length from Bayeux to Bremen, 
including many branch lines; in having re- 
built 122 bridges, some of them over the 
formidable obstacles of the Seine, Meuse 
and Rhine; and in putting back into ser- 
vice 2,800 locomotives and 4,500 wagons 
that had been bombed. Throughout that 
campaign, they lifted 18,000 tons of stores 
every day. 

The Government had made it clear that 
there was to be no unilateral disarmament. 
It had taken us two world wars to learn 
that simple lesson. While conscription 
would be a necessity for some time, and 
while a short term of military service was 
no bad training for the youth of the coun- 
try, our real continuing insurance must lie 
in voluntary service, both in the Regular 
Forces and in the Territorial Army and 
the Supplementary Reserve. He felt sure 
that the country could count on the co- 
operation of the managements and em- 
ployees of the British railways. 

The achievements of the Transportation 
Services in war would take their proper 
place in history, and it was only right and 
proper, too, that there should be a visible 
record in this building of the part that it 
had played. 

Sir Guy Williams then unveiled a tablet 
which is illustrated on this page. 

Brigadier Manton followed with a short 
speech, reminding his hearers of the gener- 
ous and helpful attitude adopted through- 
out the war by the L.M.S.R. 


Havant Railway Centenary Exhibition 


Councillor J. Flanders, ‘Chairmen of the Havant Urban District 


Council, speaking at the opening of the exhibition on March 15, referred 

to on page 271 in our March 21 issue. With him, are Colonel Eric Gore 

Browne, Chairman, Southern Railway, who opened the exhibition, and 
Councillor B. F. Powell, also a Southern railwayman 








346 


Notes and News 


John Brown & Co. Ltd.—It is an- 
nounced that John Brown & Co. Ltd. has 
acquired a substantial interest in the 
machine tool manufacturing firm of A. C. 
Wickman Limited, and will have represen- 
tation on that company’s board. 


Parliamentary Late Bus Service.—A 
folder describing the Houses of Parliament 
special late-night bus service has been re- 
ceived by M.Ps. from the L.P.T.B. It 
gives details of the eleven routes, lettered 
A to K, starting from Old Palace Yard 
and finishing as far out as Becontree, Isle- 
worth, and Sidcup; and of the M.Ps.’ 
fares, rising by 6d. stages to a maximum 
of 4s. 


Richard Thomas & Baldwins Dividend. 

-An interim payment of 5 per cent. will 
be made on April 19 on the ordinary share 
capital of Richard Thomas & Baldwins 
Limited, in respect of the year ended 
March 29, 1947. This is the first distribu- 
tion of an interim ordinary dividend by 
the company after a lapse of eight years. 
For the year to March 31, 1946, a divi- 
dend of 124 per cent. was distributed. 


Welding Structural Steelwork.—Welding 
in conjunction with black bolting is being 
used for site connections to the structural 
steelwork of the new House of Commons 
to eliminate the noise which is insepar- 
able from riveting. The alternative, the 
use of fitted bolts, was ruled out on 
account of the cost. All welding opera- 
tors engaged on this contract, for which 
Redpath Brown & Co. Ltd., London, are 
erecting the steelwork, have been given a 
special test on the particular types of 
joints they will have to make, Tests on 
the joints selected demonstrated that black 
bolts in conjunction with welding would 
give an increased strength of joint, and 
that welding by itself would give an ample 
factor of safety. As most of the welding 
is to be carried out in the vertical-up posi- 
tion, electrodes specially suited to this 
condition had to be selected, and the 
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Vodex type was decided on. These are 
supplied by Murex Welding Processes 
Limited, Waltham Cross, Herts., which 
firm was also responsible for testing the 
welders on behalf of the Consulting Engi- 
neer, Dr. Oscar Faber. 


Railway Accounts & Returns. 
Minister of Transport has made the Rail- 
way Companies (Accounts & Returns) (No. 
1) Order, 1947 (S.R. & O. 1947, No. 243), 
and the Railway Companies (Accounts & 
Returns) (No. 2) Order, 1947 (S.R. & O. 
1947, No. 244). 


Letters Patent: “Licences of Right. a 
The Indorsement “ Licences of Right ” 
Letters Patent No. 544,433, dated ln 
15, 1941, and granted to the English Elec- 
tric Co. Ltd., for an invention entitled 





* Improvements in Driving Means for Elec- 


trically-Propelled Vehicles’ was cancelled 


on February 1, 1947. 

Indian State Railways Annual Dinner.— 
It has been suggested that the Indian State 
Railways annual dinner should be re- 
sumed this year, and tentative arrange- 
ments have been made for it to be held 
at the Café Royal, Regent Street, London, 
W.1, on June 2, at 7 for 7.30 vo.m. It 
is proposed that the charge per head 
should be one guinea. Applications, with 
remittances, should be made to Mr. N. D. 
Calder, 16, St. James’s Square, London, 
S.W.1. 


Increase in Road Haulage Rates.—To 
meet increased costs, due particularly to 
the new wages and conditions which have 
just come into force, the Road Haulage 
Association has recommended to its mem- 
bers that rates should be increased by not 
less than 10, and not more than 15 per 
cent. It is estimated that the increase in 
the wages bill for the road haulage in- 
dustry will be approximately £14 million a 
year. Other costs, in addition to wages, 
have risen during the year. The shortage 
of electrical and other equipment has 
meant the laying up of vehicles, and their 
earning capacity has been further reduced 
by the introduction of the five-day week 
in certain industries. 


U.S. Award for Mr. J. H. Brebner 





Mr. 
L.P.T.B.., 


J. H. Brebner, Chief Public Relations & Publicity Officer, 


receiving the U.S. Medal of Freedom from Major-General 


Clayton L. Bissell for his work as Director, News Division, Ministry 


of Information, 


during the war 
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High-Speed Radio Transmission from a 
Moving Train.—The pilot train which js 
preceding the Royal Train in South Africa 
is equipped with a Marconi high-speed 
short-wave wireless installation for trans- 
mitting Press reports of the tour and for 
general communication. This equipment 
was described in our January 31 issue. 
Before the tour began, a successful test 
was carried out on a trial run from Johan- 
nesburg to Cape Town. Strong and clear 
signals were reported in communication 
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with all stations of the South African net- 
work, and messages from the train, while 
travelling at 40 m.p.h., were recorded auto- 
matically at 60 words a minute by the 
radio station at Roberts Heights. 


The Franco-Hellenique Railway.—The 

undertaking of the Company Franco- 
Hellenique de Chemins de fer, from 
Alexandroupolis to Svilengrad, 115 miles, 
which was taken over by the Greek 
Government on April 18, 1945, was 
handed back to the Company Franco- 
Hellenique on November 1, 1946. 


Operation of Portuguese Railways.—As 
from January 1 this year, the working of 
all railways in Portugal with one excep- 
tion has been taken over by the Portu- 
guese Railways Company (Companhia dos 
Caminhos de Ferro Portugueses). The 
exception is the small electrified system of 
the Sociedade Estoril. 


Sale of Lease-Lend Tools.—The Minister 
of Supply has announced the removal, as 
from February 18, 1947, of the special 
conditions imposed on the sale of lease- 
lend machine tools, small tools, and hand 
tools by registered merchants. Copies of 
the Control of Machine Tools (No. 16) 
Order, 1947, and the Control of Hand 
Tools (No. 5) Order, 1947, which give 
effect to the revocation of these conditions, 
may be obtained from H.M. Stationery 
Office or through any bookseller, price Id. 
each 


G.W.R. Work on Central Line Exten- 
sion.—In addition to the provision of the 
electrified double track over which the 
Central Line services of London Trans- 
port will be extended from North Acton 
to Greenford and Ruislip, the G.W.R. is 
undertaking the design and construction 
of the seven new stations on this section. 
The design for the station at Perivale was 
illustrated in our March 28 issue, accom- 
panying an article describing the other 
work which the G.W.R. is carrying out in 
readiness for through running between the 
suburban area served by the Paddington 
to Birmingham main line, and the West 
End, the City, and East London. 


La Guaira and Caracas Railway Co. 
Ltd.—The report for the year ended 
December 31, 1945, shows that receipts 
decreased by £8,016 to £58,313, while 
working expenses rose by £2,145 to 
£47,651. The balance at credit of 
revenue account amounted to £10,662. 
After payment of interest and other 
charges, a balance of £5,610 remains to 
be carried forward to the next account. 
Goods traffic, totalling 183,678 tons, 
showed an increase of 5,789 tons, and 
was the highest in the history of the 
company. No passenger service was run 
by the company during 1945. In 1944, 
the last year in which passengers were car- 
tied, the total number was 1,024. 


L.M.S.R. and G.W.R. Plans for North 
Wales—To deal with the increased traffic 
arising from the opening of a new huliday 
camp at Penychain (Caernarvonshire), the 
L.M.S.R. and G.W.R. are carrying out 
improvements, which are expected to be 
completed by Easter, on their branch lines 
serving the district. The L.M.S.R. is 
lengthening the crossing-loops at Dinas 
Junction, Brynkir, and Llangybi. In con- 
junction with signalling alterations at these 
three places, and also at Groeslon and 
Penygroes, the effect will be to enable 
ten-coach trains to be worked over the 
183-mile heavily-graded single-line branch 
between Caernarvon and Afon Wen. The 
G.W.R. is doubling a mile of track be- 
tween Afon Wen and Penychain; and pro- 
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viding a new down platform, and extend- 
ing the existing platform on the up side at 
Penychain Halt, which will be renamed 
Penychain—for Pwllheli Holiday Camp, 


New Staff Magazine for London Trans- 
port—The London Transport magazine, 
Pennyfare, ceases publication with its 
March issue. A new monthly staff jour- 
nal, to be known as the London Transport 
Magazine, will appear in April, and will 
have more pages and be of larger size than 
the war series issues of Pennyfare. 


Model Railway Exhibition—The first 
post-war exhibition of work by members 
of the Model Railway Club will be held 
at the Central Hall, Westminster, from 
April 8 to April 12 inclusive. On the 
opening day, April 8, the hours will be 
from 2 p.m. to 9 p.m., but during the 
remainder of the week the exhibition will 
be open from 11 a.m. to 9 p.m. Admis- 
sion will be 2s. 3d. (1s. for children under 
12). 


British Electrical Mission in Portugal. 
—Reuters reports that a British electrical 
Mission representing the Metropolitan- 
Vickers Electrical Co. Ltd., and the Eng- 
lish Electric Co. Ltd. is now in Portugal 
examining the possibilities of electrifying 
Portuguese railways. The visit is the re- 
sult of hydro-electric development in 
Portugal, in connection with which impor- 
tant contracts have been placed already 
with the above-named British firms. 


San Paulo Railway Purchase.—Discus- 
sions have been taking place in London 
between representatives of Brazil and 
officials of the Treasury and Bank of Eng- 
land, regarding the settlement of the 
Brazilian £65 million sterling balances. 
The offer of the Brazilian Government to 
pay £6,638,000 for the purchase of the 
San Paulo Railway from its _ sterling 
balance, and not by the issue of Federal 
Government Bonds, has been accepted by 
the British Government. Negotiations are 
proceeding in Rio de Janeiro with regard 
to the additional amount due to the rail- 
way for its auxiliary assets. 


English Eleetric Exhibits at British In- 
dustries Fair—The English Electric Co. 
Ltd. is including an electronics section 
among its exhibits at the forthcoming 
British Industries Fair in Birmingham. 
Various industrial applications of elec- 
tronic science will be shown, and there 
will be a demonstration of the operation 
of d.c. motors from single-phase or three- 
phase a.c. supplies using thyratrons (gas- 
filled relays) for control. This method 
provides continuous variation of speed and 
torque. The company’s welding depart- 
ment will show arc-welding equipment 
incorporating an ioniser unit, which assists 
in the welding of very thin metal and 
permits the use of electrodes of types other 
than those normally applicable. 


Associated Electrical Industries Limited. 
—At a board meeting held on March 19, 
the directors of Associated Electrical In- 
dustries Limited recommended the pay- 
ment for the year ended December 31, 
1946, of a final dividend on the ordinary 
stock of 74 per cent., and a bonus of 23 
per cent., both less income tax at 9s. in 
the £, and making, with the interim divi- 
dend already paid, a total distribution of 
15 per cent. for the year. The dividend 
for 1945 was 10 per cent. The consoli- 
dated net profit of the A.E.I. group for 
the year 1946, subject to audit, after pro- 
viding for depreciation, taxation. and pro- 
visions for reserves and contingencies, is 
£1.502.000, as compared with £888,000 for 
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1945. The cutting off of electric power 
from industry occurred before the accounts 
for 1946 were closed. The directors there- 
fore have decided to appropriate £275,000 
after income tax (the equivalent of 
£500,000 before income tax) from the pro- 
fit of £1,502,000 to meet any losses, direct 
or indirect, which the company may have 
suffered from this cause. This reserve will 
be applied during 1947, and if any balance 
remains it will be transferred to other re- 
serves. If the present difficulties of print- 
ing are overcome, the directors’ report and 
accounts will be posted to stockholders on 
April 14; the annual general meeting will 
then be held on April 23. 


Railway Students’ Association Dance 
and Whist Drive—The Railway Students’ 
Association on March 25 held its first 
social event since its resumption of activi- 
ties, when a dance and whist drive took 
place at Victory House, Leicester Square, 
London. The large number present, and 
a display by members of the Women’s 
League of Health & Beauty, both con- 
tributed to a successful evening. 


L.M.S.R. Irish Sailings During Holiday 
Period.—The L.M.S.R. announces that 
twice-daily sailings have been restored on 
the Holyhead—Kingstown route for the 
period March 31 to April 12. On April 
14'the service will revert ‘to one sailing) daily 
in each direction. The Heysham—Belfast 
service has resumed daily sailings (except 
Sundays) in each direction from March 
31 to April 12, during which period the 
4.55 p.m. Euston—Heysham and 6.30 a.m. 
Heysham—Euston trains will run daily 
(except Sunday). This route will revert to 
three sailings weekly on April 14. 


L.M.S.R. (London) Amateur Musical 
Society.—Last week, the L.M.S.R. (Lon- 
don) Amateur Musical Society presented 
the musical play, “ Katinka,” at the Scala 
Theatre, London, W.C., before a large 
and appreciative audience. The produc- 
tion was excellently staged, and the lead- 
ing roles were well sung and acted by 
Miss Lucy Sander in the title role, Mr. 
Emerson Simons as Boris Strogoff, Mr. 
Ross Davis as Ivan Dimitri, and by Mr. 
Fred Bishop as Thaddeus Hopper. The 
supporting cast and chorus contributed 
ably towards a colourful. musical, and 
pleasing production. 





Forthcoming Meetings 

April 9 (Wed.).—The Timber Development 
Association Limited, at the Royal 
Empire Society’s Assembly Hall, 
Northumberland Avenue, London, 
W.C.2. 7 p.m. “ Forestry and Tim- 
ber on the Gold Coast,” by Mr. G. S. 
Carnsdale, B.A., B.Sc. 

April 12 (Sat.).—The Permanent Way In- 
stitution (Manchester and Liverpool 
Section), at the City of Liverpool 
Technical College, Liverpool. (Lan- 
tern Lecture) “ Design of Passenger 
Stations,” by Mr. H. R. Llewelyn 
Davies, B.A., A.R.I.B.A., of Watford. 

April 14 (Mon.).—The Institute of Trans- 
port, at the Institution of Electrical 
Engineers, Savoy Place, Victoria 
Embankment, W.C.2. 5.30 p.m. 
“Civilian Transport Problems in the 
Middle East during Wartime,” by Mr. 
Harold Elliott, M-.Inst.T. 

April 14 (Mon.)—The Society of Engi- 





neers, at the Geological Society, 
Burlington House, Piccadilly, W.1. 
5 p.m. “ Research and New Develop- 


ments in Water Treatment.” by Mr. 
Jj. G. Milton, M.S.E., M.I.Mech.E.. 
M.Inst.W.E. 








348 


Encouraged by the better trend in 
British Funds, stock markets became 
firmer, although the holiday, and the ap- 
proaching Budget, kept business at moder- 
ate proportions. The City approved the 
F.B.I. statement on economic affairs, but 
there appears to be no likelihood of the 
Government “going slow” in respect of 
the big and complicated nationalisation 
schemes already in hand. There is, how- 
ever, increasing hopefulness that the iron 
and steel industry has been reprieved. 

Still moving closely with the trend in 
gilt-edged stocks, markets were mainly 
influenced by the rally in the latter. 
Nevertheless, sentiment was also helped by 
the Imperial Chemical higher payment 
which had not been generally expected. 
After the announcement, LC.I. ordinary 
units jumped nearly 5s., the 2 per cent. 
bonus which accompanies the unchanged 
8 per cent. dividend, making 10 per cent.. 
the highest payment so far made by the 
company. British Aluminium shares re- 
sponded to the increased metal price, but 
iron and steels were easier inclined, 
although among paint shares a_ renewed 
rise in Pinchin Johnson was attributed to 
higher dividend talk. , 

Although firmer in sympathy with 
Britith Funds, home railway stocks have 
failed to rally at the time of writing: 
prices of ordinary stocks as well as prior 
charges are virtually the same as a week 
ago. Buying of home rails has remained 
on a small scale, apparently being largely 
confined to institutional demand based on 
recognition of the attractions of home 
rails not only as a means of acquiring an 


Traffic Table 


Railways Miles Week 
open ended 
/ Antofagasta 834 26.3.47 
—— . . | = 22:3.47 
Bolivar she sue om 174 Feb., 1947 
Brazil ... ne Hs tes - 
B.A. Pacific 2,771 22.3.47 
B.A.G.S. son 5,080 22.3.47 
B.A. Western... 1,924 22.3.47 
$} Cent. Argentine ty -..| 3,700 22.3.47 
| cent. Uru 970 23.3.47 
ent. Urugua ae 
§ Costa Ricar : ve oe 262 Jan., 1947 
—q | Dorada sen Gs eae 70 Feb., 1947 
$ Entre Rios... ai por 808 22.3.47 
5 / G.W. of Brazil 1,030 22.3.47 
U)\ Inter. Ctl. Amer. 794 Jan., 1947 
ow | La Guaira 223 Feb., 1947 
cc | Leopoldina 1,9.8 22.3.47 
S | Mexican _ 483 31.85.46 
& | Midland Uruguay 319 Feb., 1947 
Nitrate ae = ee 382 15.3.4 
N.W. of Uruguay... a 113 Feb., 1947 
Paraguay Cent. non 274 21.3.47 
Peru Corp. 1,059 Feb., 1947 
Salvador 100 Jan., 1947 
San Paulo is ‘i 1534 
Fetes... —_ ake ets 156 Feb., 1947 
United of Havana «| 6,308 22.3.47 
\ Uruguay Northern ... ba 73 Feb., 1947 
iJ 
® § Canadian National ... 23,535 Feb., 1947 
3 Canadian Pacific 17,037 21.3.47 
rsi Light? ... 202 Jan., 1947 
otal es ‘ ne Sam — 204 Jan., 1947 
w | Egyptian Delta bers meee 607 31.1.47 
> | Manila one on oie . 
2] Mid. of W. Australia 277 Jan., 1947 
S ) Nigeria ; se 1,900 Jan., 1947 
Rhodesia 2,445 Jan., 1947 
South African 13,323 1.3.47 
Victoria 4,774 | Nov., 1946 
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interest in gilt-edged stocks but also as a 
hedge against any sharp decline in the 
latter, having regard to the “ take-over ” 
terms and prices. The merits of home 
rails from these angles are perhaps more 
widely recognised than seems likely, but 
investors are not inclined to buy yet 
awhile. After the Budget it may be easier 
to assess the outlook for British Funds 
over the next few months. and it is per- 
haps understandable that as in most other 
sections, prospective buyers of home rails 
are adopting a waiting attitude. 

There seems virtually no chance of 
nationalisation not being put into effect. 
unless, of course, there were a change of 
Government during the next six months or 
so. Only in the event of a heavy fall in 
gilt-edged stocks would investors apparently 
have an opportunity of acquiring home 
railway stocks well below current levels, 
which, as pointed out here on previous 
occasions, are several points below “ take- 
over” prices. Current levels and “ take- 
over” prices of some leading stocks are 
appended: Great Western 544 (59;'); 
guaranteed stock 131 (137): and 4 per 
cent. debentures 1234 (128%). L.M.S.R. 
27} (2943); 1923 preference 58 (623); 4 per 
cent. guaranteed 1024 (10742). Southern 
deferred 224 (24) and preferred 73 (77%). 
London Transport “C” 62 (67;%) and 5 
per cent. “A” 136 (142;%). 

South American railway stocks have 
again attracted considerable attention with 
Argentine rails, particularly the ordinary 
or equity issues, responding to hopeful 
assumptions as to the compensation terms 
for the different classes of stock. It is 
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being assumed that the latter will be avyajj- 
able during the next few weeks, and they 
will have to be approved by holders of the 
ordinary or equity stocks. Even so it 
would appear that there are reasonable 
prospects of a good class stock like 
Buenos Ayres Great Southern 4 per cent. 
debentures receiving at least par, compared 
with the current level of 934. Until the 
“ share-out ” terms in respect of the differ- 
ent classes of stockholders in the various 
companies are known, however, ordinary 
stock, and to a lesser extent preference 
stocks, must be regarded as carrying specu- 
lative risk at current levels. On the other 
hand if optimistic hopes were borne out 
there would be scope for a rise of up to 
ten points in some of these stocks. 

Brazilian railway securities came into re- 
newed request on the expected opening of 
official discussions regarding the disposal 
of Brazil’s sterling balances. It continues 
to be assumed that purchare of the 
Leopoldina and Great Western of Brazil 
railways will be considered in _ this 
connection. Compared with a week ago 
Leopoldina ordinary has rallied from 19 
to 23, the preference stock from 584 to 69 
and the 4 per cent. debentures from 76 
to 824. Moreover, Great Western of 
Brazil recovered to 102s. 6d. Elewhere. 
San Paulo ordinary firmed up to 172. the 
acquisition terms in respect of ancillary 
interests being expected soon. United of 
Havana 1906 debentures remained active 
and at 25 were a point higher on balance. 
Central Uruguay stocks revived on uncon- 
firmed rumours that an Uruguayan mi:- 
sion may visit London. 


and Stock Prices of Overseas and Foreign Railways 


Traffic for week 3 Aggregate traffics to date Prices 
> Totals Shares 4 x . 
Inc.ordec. 6 Increase or al $m so AS 
Total ‘ Stock £X | 35 o 
: compared decrease =e S| s= 
this year with 1945 6 3 1946.7 1945/6 = | PB 5 
£ £ £ £ £ 
46,190 10,580 12 442,910 397,590 45,320 Ord. Stk. 12 ,; 8% 16 
ps.343,500 +ps.70,800 38 ps.i2,126,500 ps. 1,249,600 ps.876,900 + 10 53 16 
$113,608 + $3,013 9 $228,677 $232,451 — $3,774 6p.c. Deb 84 54 7 
- Bonds 25 17 354 
ps.2,975,000 -+ps.443,000 38 ps.89,177,000 ps. 86,122,000 +ps.3,055,000 Ord. Stk 7 5 9 
ps.4,044,000 —ps.261,000 38 ps.137,309,000 ps.133,969,000 + ps.3,340.000 Ord. Stk. 133 104 18 
ps.1,515,000 | +-ps.438,000, 38 ps.49,601,000  ps.45,699,000 + ps.3,902,000 i 123) 9 27 
ps.3,231,640 —ps.145,800 38 ps.1!22,509,015 ps.119,618,157 + ps.2,890,858 a 92 7 20 
- Dfd. 5 2 174 
36,843 5,790 38 1,406,706 1,473,034 — 66,328 Ord. Stk. 74 : 28° 
30,317 4,789 31 190,342 195,192 — 4,850 Stk. 164; 13 123 
29,600 + 1,535 8 60,300 59,814 + 486 | Mt.Deb. 103 102 106} 
ps.415,700 ps.12,C00 38 ps.16,410,900 ps.16,167,900 + ps.243,000 Ord. Stk. 74 44 74 
37,200 + 6,200 12 458,100 382,000 + 76,100 Ord.Stk. 30/- | 23/6 |102/6 
$1,181,408 $156,861 4 $1,181,408 $1,024,547 $156,861 + pe 
$99,791 $10,779 8 $225,067 $236,062 — $10,995 Sp.c.Deb. 78 70 75 
57,717 - 6,219 12 752,932 670,762 + 82,170 Ord. Stk. 4% OE 224 
ps.1,464,000 +ps.459,100 22  ps.7,706,200 ps. 13,441,600 -+ps.5,220,200 Ord. Stk. 4 4 | 
529 — .268 34 132,490 148,286 — 15,796 “ = 
6,588 — 3,954 10 38,538 47,699 — 9,161 Ord.Sh. 75/6 67/6 80 
3,067. - Bil 35 42,607 44,696  — 2,089 ~ me anion 
$51,936 ¢9,998 38 G2,411,690 G2,299,544 + Gi12,146 = Pr. Li.Stk. 79} 7? 604 
133,073 - 5,322 35 1,201,535 1,134,456 + 7,079 Pref. 103 7i 124 
¢265,000 c31,000 31 c885,000 ¢847,000 c38,000 - oe a 
: Ord. Stk. 602 504 170 
2,870 2,445 35 34,705 24,490 10,215 Ord. Sh. 17/ 10/6  24/- 
111,592 6,252 38 2,222,213 2,072,866 149,347 Ord. Stk. 3 | 44 
837. — 764 34 9,953 14,214 - 4,261 . z : 
7,767,000 553,250 8 15,981,500 14,939,000 1,042,500 - ie 
1,517,500 37,250 II 15,511,000 15,813,000 — Ord. Stk. 24 143 175 
21,292, — 1,492 43 225,870 225,120 + 750 Ord. Stk. 131 123 108 
86,519 + 14,290 16 355,672 286,482 + 69,190 : ad 
20,719 | + 1,613 | 44 568,859 $33,212 + 35,547 Prf. Sh. 10 8} 64 
= sl : : = B.Deb. 7! | 554) 734 
16,229 — 1,557 30 115,351 118,260 — 2,909 | Inc. Deb. 97; | 85 65 
370,570 + 6,486 42 3,827,805 2,794,107 + 1,033,698 _— ais ame 
557,398 + 66,020 16 2,227,423 2,009,946 + 217,457 — ses = 
1,213,721 | + 107,255 48 55,575,030 48,873,652 + 6,701,378 . a ‘ 
1,204,525 — 39,782 : vont ee 


+ Receipts are calculated @ Is. 6d. to the rupee 
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